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Inspection of Exhibits 


T THIS year’s convention of the American Hlectric 
Railway Association Wednesday is to be set apart 
on the program exclusively for the inspection and study 
of exhibits. The American and all affiliated associations 
are to have no business sessions on this*day. The way 
will be cleared so that no one will have reason to say 
this year, as many always have had occasion to, that 
they had had scarcely any time to see the exhibits. 

This new plan is frankly an experiment. It ought 
to be a great success. The exhibits are well worthy of 
this special recognition. The plan has the enthusiastic 
indorsement of the manufacturers. It increases the 
value they may expect to derive from the large sums 
of money invested in their exhibits. And because of 
the expense and effort they are put to, they are entitled 
to this more definite share in the allotment of conven- 
tion time. 

But the plan will fall down miserably if Wednesday is 
taken by many as a day off to play golf instead of a 
day off to study the exhibits. Railway executives should 
make it plain to the men they send that their duty is to 
be on the pier among the exhibits on Wednesday. And 
the executives should take some of this to heart them- 
selves. Then as a further inducement, the exhibitors 
would do well to arrange special attractions at their 
booths on Wednesday. The Convention Daily of 
ELECTRIC RAILWAY JOURNAL will do all it possibly can 
- to co-operate in telling the delegates of all the attrac- 
tions that will invite their presence on the pier on this 
day off from business sessions. 


Is the Service Ready 
for the Spotlight? 


N A RECENT paper on selling transportation the 

statement was made that the railways should not 
turn on the spotlight of publicity until they are ready 
for it. The thought might be expressed another way 
by saying we must be sure that we have for sale that 
which we advertise. Advertising alone will not sell goods. 
Advertising only creates a demand. Unless that 
demand is met by good merchandise when the customer 
ealls for it, the advertising is likely to be just an 
expense rather than a real help. 
_ Nothing hurts the reputation of a merchant more 
than to make claims for his merchandise that are not 
fully met when his customers buy the product adver- 
tised. Our customers are the car riders. Our salesmen 
are the platform men, and our product is transporta- 
tion. We are the merchants, or rather, both the 
manufacturers and the merchants of this product— 
transportation. 

There may be three varieties of transportation— 
good, indifferent and bad. Our salesmen in the form 


of platform men may be good, polite salesmen—or 
just platform men. 

If we are sure that our transportation service is 
good service, that our platform men are good salesmen, 
then by all means let us use all the modern methods 
of publicity to tell the facts to our customers. 

But if we are not so sure of our service; if we are 
rather in doubt about some of our salesmen—then 
we must get busy and remedy the defects. 

It stands to reason that we cannot sell something we 
do not have—and all the publicity in the world will 
not make good service out of bad. 


® 


Let’s Have an Exhibit 
of All Kinds of Rolling Stock 


HE bus manufacturers have inspired some new 

thinking among railway men and car manufac- 
turers. They cannot take credit for it exactly, nor is it- 
to their discredit. It is simply that with 25 per cent 
of the exhibit space occupied by buses at last year’s 
convention, and with the applications for 35 per cent of 
the space so far this year coming from bus manufac- 
turers, railway men have sensed the fact that it is 
not too expensive, nor are new cars too much like the 
same old thing, to make the exhibition of the latest 
developments in railway car design worth while. 

The bus has the great advantage that it can be run 
right into the convention hall and that it is so readily 
mobile anywhere. The facilities are not good at 
Atlantic City for exhibiting cars, as they must be 
shown on the near-by streets. But the car builders 
have much to show that is new, and attention can be 
directed to their exhibits even if off the pier. 

Britton I. Budd, president of the association, has 
tentatively planned to exhibit a train of the new cars 
of the Chicago-Milwaukee line, probably including a 
dining car, a parlor-observation car, a standard coach 
and a combination baggage and passenger coach. A 
number of other electric railway companies might with 
profit to the industry exhibit one or two of their latest 
designs of cars. For example, the Interstate Public 
Service Company might exhibit one of its new sleeping 
cars and a club car. There ought to be exhibited one 
of the new Detroit type articulated units. The Chicago 
Surface Lines could well show its latest design of one- 
man, two-man car recently ordered. The Indiana 
Service Corporation might show its new 51,700-lb. 
interurban car. The new double-truck Birmingham car 
weighing only 564 lb. per seat, with its new race sep- 
aration arrangement, would interest all the Southern 
railway men. The Minneapolis company has a car 
which has been widely referred to in the newspapers as 
a “noiseless car.” Delegates would be interested to 


U. OF I. 


LIBRARY 


2 ELECTRIC RAILWAY JOURNAL 


see what there is to this popular appeal. It certainly 


is a great accomplishment, if true. 

In general, there is no reason why a railway which 
has made some progressive development should not 
show it to the rest of the industry. In other words, the 
railways themselves should be willing to help push 
modernization in the industry as well as the manufac- 
turers. No one builder can afford to show more. than 


two or three cars to the convention, but if the railways. 


would take up a little of this burden, we could have a 
real exhibit of rail cars as well as buses. 


Railways Seek Use of Streets 
in Way to Serve Greatest Number 


MONG automotive industry men there is a common 

imputation that electric railways want every one 

else kicked off the streets so that they can have unob- 
structed right of way. 

It is unfortunate if some of the advertising put out 
by the electric railways in the effort to educate toward 
relief of traffic congestion has lent itself to that impres- 
sion, especially in the minds of men sensitive to anything 
which would tend to limit the use of the streets by other 
types of vehicles. The tone of some of this advertising 
has possibly been too sweeping and lacking in evidence 
of consideration of the other users of the streets’ This 
point should be borne in mind in preparing copy. 

Nevertheless, this paper believes that’ any entirely 
disinterested person will arrive at the conclusion that 
whatever is done to relieve congestion ought to give 
first consideration to the street railway, because in that 
way the greatest number of people are benefited. From 
three to five times as many people use the street by the 
railway as use it by all other vehicles combined. The 
street railway, with its cars and buses, is the backbone of 
the transportation facilities of any city. It supplies 250 
rides per year for every city inhabitant, averaged over 
the country for all sizes of cities. In other words, 250 
times the population of a city is the index of public ben- 
efit to be derived from any regulation making possible a 
faster operation of street cars. No other means of 
travel compares with this in the number of annual 
services performed. 

Furthermore, faster operation of street cars resulting 
from such traffic rules redounds to the public in another 
way. To speed up a railway produces simultaneously 
one of the biggest economies and one of the best means 
of increasing the revenue. But as the railway is per- 
mitted under modern utility regulation to earn only a 
fixed rate of return, the faster operation then means 
that sooner or later a lower rate of fare will be in effect. 
The only way that the railway itself profits is that im- 
provement of this sort may in some cases enable it to 
earn the allowable return, where under slower operation 
it is unable to do so. 

If railway operation were strictly a private enterprise 
comparable with the business of manufacturing automo- 
biles—in other words, if it were car manufacturers 
rather than railway operating men who were urging 
prohibition of parking, then there would be justification 
for the accusation in the opening sentence of this edito- 
rial. But the railway is a public servant. It uses the 
streets to transport people. It does not use them to 
store cars that are needed only at certain hours. In 
fact, it spends considerable money to get the cars to 
and from private storage yards so that they will not 
obstruct the streets when not in use. 
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The electric railways are not trying to hog the streets. 
They are not interested in any other use of the streets 
so long as it does not interfere with the service they are 
trying to perform for the public at large. They are 
interested in ways and means to speed up all moving 
traffic, as this would reduce interference with the cars. 
So long as there was street capacity to spare they did 
not. oppose the parking of automobiles. But with the 
full street capacity needed there is scant justification 
for the use of any portion of it as a garage, as this 
presents a serious interference to the movement of 
all traffic. ‘ 

It is unfortunate that the railways have to work 
toward an end which is unpopular with all regular 
automobile users and with the manufacturers behind 
the automobile. But some one has to champion the 
transportation requirements of the great bulk of the 
population, and that lot falls to the electric railway. 
Let’s Stop 

“Talking Poor’ 


OMEWHERE there is a place loosely described as 

being between the devil and the deep sea, and com- 
monly reputed to be one of the most unpleasant locali- 
ties known to man. It is just about in that position, 
however, that the electric railways have been during 
recent years with regard to making public their exact 
financial status. On the one hand if they adopted a 
cheerful tone, announced that they were making money 
and that future prospects appeared rosy, there was the 
likelihood of public agitation for lower fares. On the 
other hand if they continually used the plea of poverty 
in order to get more reasonable fares, preserve existing 
fares, or get rid of some onerous taxation burden, they 
were in danger of casting a dark shadow over the en- 
tire industry from the financial standpoint. 

In this dilemma a good many executives felt that the 
need for more revenue or relief from certain obliga- 
tions was immediate and that the harmful effect on the 
industry of “talking poor” was remote. For that reason 
we have been hearing for some years past a good deal 
about the poverty of the electric railways. This has 
produced an unfortunate impression in the public mind 
which has been harmful to the industry. 

“What is going to become of the electric railway?” 
the man on ‘the street reasons to himself. “They say 
they’re not earning any money and can’t afford to make 
improvements. An industry that does not go forward, 
goes backward. If the electric railways are not going 
forward it must be because their day is about over.” 
Thoughts of that kind tend to undermine public con- 
fidence in the railways as a medium of transportation. 

As a matter of fact conditions are not nearly so 
black as they have sometimes been painted. Even in 
their worst years the electric railways spent enormous 
sums of money on the maintenance of their rolling 
stock and track. They are spending a great deal more 
today. More track is being reconstructed; more new 
cars are being put in service, and, best of all, more 
people are riding in the cars than ever before. A more 
or less satisfactory rate of fare is in vogue in most 
places. If there was a time when we needed to tell 
how hard up we were, that time has largely passed, as 
we have the higher rates of fare and some relief from 
unfair burdens. So let’s stop “talking poor” and sound 
a note of prosperity. That is what we need now, to 
bring new money into the industry. for capital im- 
provements. if af Ue 
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The Railway Lines in Huntington, W. Va., Have Been Completely Re-equipped with Cars of This Type 


Modernizing Electric Railway Service 
in Huntington 


Ohio Valley Electric Railway Has Replaced Old Cars with Modern Light- 
Weight One-Man, Two-Man Cars on All Lines—Schedule Speed Has 
Been Increased 17 per Cent—Maintenance Costs Have Been Reduced 


NTIL a short time ago the Ohio Valley Electric 

Railway, Huntington, W. Va., like many other 

electric railways, was operating a miscellaneous 
lot of rolling stock. This old equipment was of various 
ages and various types. There were some small cars 
and some big cars, some old cars and some compar- 
atively new cars. All of the cars, however, were very 
heavy and caused rapid wear of the trackwork. In 
order to give better service and also to prolong the life 
of the track the railway bought 40 new cars, enough 
completely to re-equip all its lines on the south side of 
the Ohio River. These new cars have made it possible 
to give better and faster service at lower cost. 
' The railway serves a community of about 125,000 
people covering a distance of 25 miles on the West 
City 
service is supplied in Huntington, a town of about 
75,000 population, and one local line is operated in 
Ashland, a town of about 15,000 inhabitants. Inter- 
urban service is operated between Huntington and 
Ashland. On the other 
side of the Ohio River, 
with no physical connec- 
tion to the Huntington 
lines, the same company 
operates several miles. of 
electric railway through 
Ironton. 

Ashland and Ironton 
are large steel manufac- 
turing centers. Hunting- 
ton, on the other hand, is 
acity of widely diversified 
industry.. The West Vir- 
ginia industrial plants 
operate on Eastern time, 
while the Kentucky and 
Ohio plants operate on 
Centraltime. It thus hap- 
pens that the hours of the 
factory workers are so 


A Light Bulkhead Separates the Smoking Compartment from the 
Rest of the Car 


arranged that the manufacturing plants do not all start 
work at one time. For this reason the railway is able 
to handle the factory employees with only a few extra 
cars, the regular all-day service being nearly sufficient 
for this purpose. 

The tracks of the Ohio Valley Electric Railway were 
in general in very good shape at the time when it was 
decided to purchase new rolling stock. A great deal of 
work had been done during the preceding ten years, and 
this was reflected in the good condition of the roadbed. 
In some places, however, the track was beginning to 
show signs of wear on account of the operation of 
extremely heavy cars. Many of these weighed as much 
as 58,000 Ib. and the lightest weighed over 39,000 lb. 
The new cars weigh only 34,000 lb. 

About the time when the wear on the track was first 
coming to the attention of the officials of the railway 
it was thought that faster schedules were needed in 
Huntington and on the interurban line. Relations 
between the public and the company had been very 
friendly throughout this 
area, and it was felt that 
it would be a wise move to 
foster this spirit by im- 
proving the railway serv- 
ice. The idea of fore- 
stalling: possible jitney 
competition was also an 
important factor. 

It was therefore decided 
that in order to provide 
faster service and to re- 
duce the regular mainte- 
nance cost and power con- 
sumption the railways 
should be re-equipped with 
100 per cent new rolling 
stock. A car suitable for 
all the various. kinds of 
service operated ‘by this 
company was selected and 
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Floor Plan of New Cars of the Ohio Valley Electric Railway, Showing the Smoking Com partment at One End 


40 new cars of this type were purchased. The old equip- 
ment was sold to other railways, except three cars, which 
were retained for service on the Ohio side of the river, 
which is not physically connected with the West Virginia 
and Kentucky side. 


THE NEw Cars HAVE BEEN DESIGNED FOR CITY 
AND INTERURBAN SERVICE 


The new car is a typical light-weight one-man, two- 
man car. It is 47 ft. in length over all and will seat 
48 persons. The length is a compromise between 
that needed for city service and that desired for the 
interurban route. It was thought more desirable to 
adopt a single type car, slightly larger than would en 
be needed on the local lines, and possibly a little smaller ee 
than would be most advantageous on the Huntington- FOURTH. 
Ashland route, rather than to divide the purchase into AVENUE 
two. lots of different lengths. The operating economy 
of having a standard car in use all over the system was 
thought to be of greater importance than the excess 
weight which has to be carried around because the city 
cars were not of absolutely minimum size. 

In interurban service the cars are operated by two 
men, while in local service they are operated as one-man 
cars. They are of the double-end type and are equipped 
with four Westinghouse 510-A, 35-hp. motors per car. 


In Local Service the New Cars Are Operated by 
One Man. Passengers Enter at Front 


The seating arrangement is a combination of cross and 
longitudinal seats, as shown in the accompanying 
plan. : 
Som An interesting feature of the design is the inclusion 
SJ rnowton of a light bulkhead, which divides the car into two 
Soe compartments. The smaller of these with the longi- 
REE tudinal seats is used as a smoking compartment. There 
is no door in the bulkhead and it is of light construction 
_to facilitate its removal in case that should be found 
desirable at a later date. The experience of the com- 
pany indicates, however, that the inclusion of a smoking 
compartment in the design has tended to popularize the 
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‘10 new cars now provide the same service. 
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service. Huntington is a rather long and narrow city, 
yet the distances are not so great but that many people 
could walk if they had any good reason for sodoing. The 
fact that they can smoke as they walk was thought to 
be influencing many men to neglect the railway service. 


This was particularly true of men going to work in 


the morning. Some idea of the strength of this inclina- 


' tion was obtainable from the fact that many men used 


to let the local cars pass by and take interurban cars 
for short rides because the latter were provided with 
smoking compartments. s 
_Another feature intended to appeal strongly to the 
traveling public and to encourage railway patronage is 
the ample knee room provided. Window posts are 
spaced 33 in. apart.: This is particularly desirable in 
the territory through which the Ohio Valley Electric 
Railway operates because it caters to many travelers. 
If the seats are sufficiently far apart so that their 
luggage may be kept out of the aisle inconvenience to 
the passengers is avoided. 

On the Ashland Division, which is almost all inter- 
urban lines, where 12 cars were formerly operated, 
This means 
an increase of approximately 17 per cent in schedule 
speed, due to better acceleration with the modern 
motors. The use of Nachod signals along this line has 
also been a factor in speeding up the service. A few 
minor track changes have also been made to improve 
the service. For example, in Ashland the former 
shuttle service now runs all the way down town to the 
business district. 

Maintenance costs have been reduced since the pur- 
chase of new equipment and power consumption has 
decreased. In connection with the latter phase of 
the question, however, the fact that the new cars 
are equipped with electric heaters instead of the old- 
fashioned coal heaters has had a tendency to increase 
somewhat the total consumption of energy. 


Utility Courses Established in Ilinois 


PEAKING before the executive committee of the 

American Electric Railway Association on June 20, 
President Britton I. Budd, president Chicago Rapid 
Transit Company, told the committee of the plan that 
has been worked out with the University of Illinois 
to establish a four-year public utility course, which 
will train men to enter the utility field. A public 
utility fellowship has also been created whereby the 
university will be able to pay partially or wholly the 
cost of a one-year post-graduate course in public utility 
research. A public utility school*is also to be estab- 
lished at Northwestern University and a new hall built 
to house it. The personnel requirements of the public 
utility field are becoming so great that Mr. Budd 
thought it quite fitting that the industry should be 
dignified by a public utility department at the principal 
schools. It is apparent what a tremendously important 
thing it is to have the younger generation coming from 
the colleges versed in the true economics and facts 
regarding the utilities. Such a plan has been discussed 
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a good deal, but it is actually being carried out now in 
Mlinois. It will require that the utilities co-operate 
not only by employing graduates of the course but by 
providing lecturers and otherwise stimulating interest. 


Statistics on Twelve Large Properties 


OLLOWING the practice of several years past the 

ELECTRIC RAILWAY JOURNAL presents herewith sta- 
tistics showing a comparison between six of the largest 
surface lines and an equal number of rapid transit prop- 
erties. Corresponding statistics for 1922 were pub- 
lished in the issue for Noy. 24, 1923, page 891. These 
comparisons are of special interest when compared with 
the results of the electric railway industry as a whole, 
such as the data given in the issue of this paper for 
May 8, 1924, which included an analysis of operations 
on 114 city properties. The size of the selected twelve 
companies may be judged from the fact that they pro- 
duced gross eearnings of more than $328,000,000 last 
year, while the 114 properties showed a total of about 
$370,000,000. These twelve properties also operated 
one-ninth of the track mileage in the United States. 
While six of the companies are classed as rapid transit, 
only three operate elevated or subway lines exclusively, 
the other three having a combination with surface lines. 
The average receipts of these companies exceeded 
$26,000,000, each being above $8,000,000 in annual 
earnings. 

Gross earnings of the six surface companies showed 
an increase of 4 per cent above the previous year, while 
operating expenses, including taxes, increased 6.7 per 
cent. For the rapid transit group the increases were 
5.8 and 4.5 per cent respectively. The operating ratio, 
including taxes, for the surface companies averaged 82.87 
per cent, as compared with 83.34 in the previous year, 
and ranged from 74.76 to 94.72 per cent. For the 
rapid transit lines, the average operating ratio was 
72.40 per cent compared with 71.63 in the previous year, 
and ranging from 60.05 to 79.18. Selecting the three 
roads which operate only elevated or subway lines the 
average was 68 per cent, as against 69.17 previously. 

Less service was rendered by each car on the surface 
lines, the “annual miles operated per car’ averaging 
31,752 as compared with 34,877 in the preceding year. 
In the rapid transit group there was an increase, the 
figures being 41,809 and 39,271 respectively. The “total 
passengers per mile of single track operated” showed 
an increase of 10.4 per cent for surface and 8.5 per 
cent for rapid transit lines. The number of such pas- 
sengers ranged from 952,045 to 2,489,535 on the surface 
properties and from 1,349,253 to 1,579,666 on the rapid 
transit properties. It should be noted, however, that 
several companies, particularly in the rapid transit 
group, do not keep account of transfer or free passen- 
gers, and for that reason some of the figures are too 
low. Revenue passengers on surface lines increased 4.8 
per cent while the car mileage was increased 3.4 per 
cent. In the rapid transit group the revenue passen- 


‘gers gained 7.2 per cent, while there was an increase 


of 8.2 per cent in mileage. 


STATISTICS PER CAR-MILE AND PER CAR-HOUR ON TWELVE LARGE ELECTRIC RAILWAYS 


1919 1920 
Transportation revenue per car-mile, cents...............+%. 38.9 44.7 
Expenses and taxes per car-mile, cents. ...-.........+.2-++0% 3259 37.6 
Transportation revenue per car-hour, dollars................ $3.26 $4.00 
Expenses and taxes per car-hour, dollars. ...............0+0+ $2.7 $3.37 
COB PT APME MAMORDODCONU sy ois GN gd win.tss floes vajelac eas eer sas 83.06 87.45 


Six Surface Roads 


Six Rapid Transit Roads 
920 1921 9 


1921 1922 1923 1919 1 1922 1923 
47.8 47.8 48.3 33.1 38.0 38.0 40.8 39.4 
43.2 43.2 43.4 25.9 30.6 33.4 31.1 3203 
$4.03 $3.14 $4.11 $4.21 $4.63 $5.21 $5.14 $4.85 
$3.62 $3.64 $3.59 $3.25 $3.70 $4.13 $3.81 $3.84 
85.08 83.34 82.87 74.00 77.26 7792 71.63 72.40 
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Detroit Enlarges Shops 


The Paint Shop Finished Last Year and the New Mill Under Way Have Increased the Shop Area 
40 per Cent—A Recent Trip Through the Shops Disclosed a Number 
of Interesting Practices 


ST year the Department of Street Railways, 
Detroit, added a paint shop, 175 ft. x 235 ft., to 

its group of shops at Highland Park. This year 
it is erecting a new mill, which will occupy an area of 
175 ft. x 286 ft. The bids are all in on the steel work 
and the contract will be let shortly. With these two 
buildings the shops at Highland Park will be increased 
in area about 40 per cent. When the mill is completed, 
some shifts will be made in the arrangement. In the 
meantime, certain additional equipment will be pur- 
chased, including bulldozers and oil furnaces. Other 
improvements contemplated include the speeding up of 
tools through the installation of forced 
lubrication on all drill presses and prob- 


trucks are then ready for repainting. The water is 
ejected through a 4-in. water nozzle to which a 3-in. air 
pipe from the shop supply at 60 lb. pressure is con- 
nected. 
takes about 25 minutes. f 

Spray for Rattan Cushions. The spray method of 
painting is used extensively in the shop for car body 
painting. Rattan cushions are also painted by the spray 
process, but this work is done within a cabinet con- 
nected with an exhaust, so that the paint spray which 
does not stay on the rattan is discharged above the roof. 

The cabinet is about 9 ft. long and 4 ft. high. The 


ably on all lathes. 

The paint shop, described in the 
ELECTRIC RAILWAY JOURNAL for June 2, 
1923, page 923, is now in full operation. 
Cars are being repainted in the shop 
now at the rate of from 75 to 80 a 
month. Canary yellow has been adopted 
as a standard color, and the repainted 
cars carry on the main panel the official 
seal of the city, put on by the decalco- 
mania process. 

A feature of the paint shop, as will be 
remembered from the previous article, 
was the method of supporting the scaf- 
folding by brackets swiveled around the 
supporting posts of the building. The 
counterweights for these brackets were 
inside these supporting columns. It 
has been found that while this plan is 
very compact, the spacing of the sup- 
porting columns, 17 ft., requires rather 
a long scaffold board. To prevent their 
bending these boards have to be trussed, 
and two men are required to shift them. 
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ago the average number of cars in the 
shops for defects was about 110. Dur- 
ing the current year the number has ~ 
been reduced to as low as 43, thus re- 
leasing 67 additional cars for passenger 
service. The record of armature failures is equally 
satisfactory. During the first year of operation the 
average number of armature burnouts was 77 a month. 
Recently the average has been about 37 a month, or 
less than half the original number. The improvement 
in this performance is due almost entirely to the prac- 
tice of dipping and baking armatures, which was 
adopted two years ago. A recent trip through the shop 
disclosed the following interesting processes: 


PAINT SHOP 


Trucks Cleaned by Water Jet. Trucks are cleaned 
for repainting by the use of a water jet under a pres- 
sure of 60 lb. per square inch. This seems to remove 
the accumulated dirt and grease so thoroughly that the 


Public alley | 


With Additions Under Construction the Shops at Highland Park 
Are 40 per Cent Larger than Two Years Ago 


front is in three parts, the center lifting off and sides 
sliding back. While the cushions are being sprayed, 
the cabinet is closed with the exception of the middle 
opening, through which the spray guns are operated. 

Sash Frame. A rack for holding freshly painted sash 
until they dry is another feature of the paint shop. 
The rack is of channel iron braced: and just the size to 
hold a dozen or fifteen freshly painted sash. 

Wooden Mats. Extensive use is made in both the 
paint shop and in the machine shop of wooden mats on 
which the men can stand while at work. These mats 
are made of a series of maple links, 3 in. x 1 in. x # in., 
as shown in the accompanying drawing. These mats 
may be made in various widths, but the standard width 
is 2 ft. There are five standard lengths from 6 ft. to 
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The process of cleaning for a pair of panes 
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10 ft. These mats are assembled with No. 9 gage wire 
and are found much easier for the feet than the con- 
crete floor. At the same time they can be rolled out 
of the way when the floor is cleaned and they themselves 
‘are practically self-cleaning. 

Paint Mixing Table. A separate fireproof room 
adjoining the main paint shop is used for paint storage. 
A feature of this room is the mixing table, above 
which are carried, on a frame, 5-gal. cans holding the 
most commonly used solvents, namely, turpentine, 


japan, raw oil, turpentine substitute, boiled oil, and 


a ‘Diam. 2hales., 


Mat urit 


This Wooden Mat Is Used Extensively in the Shops. 
It Is Very Easy on the Feet 


enamel oil. Views of this mixing table and of the main 
row of paint cabinets accompany this article. The 
5-gal. cans in the rack over the mixing table are fitted 
with a special kind of gate valve. This makes it very 
easy for any painter to draw off as much of any one 
of the solvents in these cans as he requires while mixing 
his paint. 

When canary yellow was adopted as the standard 
color for the body of the car, letterboard and roof, 
dark red was adopted ‘for the sash. Experiments 
showed, however, that if the side posts were painted 
yellow for their full height, the contrast with the color 
of the sash gave a rather divided-up appearance to the 
side of the car. In consequence, the upper part of 
the posts, i.e., between the upper sash, are now painted 
the same color as the sash, giving a streamline effect. 


MACHINE SHOP 


Building Up Sharp Flanges. The cars in Detroit are 
single ended, and the steel wheels used tend to develop 
sharp flanges, two diagonally opposite wheels of the 
truck usually wearing in this way. These flanges 
are built up with an automatic arc-welding machine, the 
whole operation requiring not much more than an hour. 
The metal from the arc is deposited on the throat and 
the inside of the flange, no attempt being made to 
build up treads in this way. The built-up parts are 
then ground to shape on a Norton emery grinder. 

Dirt Guard for Gear Case. To keep dirt out of the 
gears, the Detroit system is using on the gear case 
a dirt guard somewhat similar in principle to the dust 
guard used on car journals. The gear-case guard is 
stamped out in the form of a disk, which is cut in two 
to make the two halves. It is then welded to the gear 
case. An accompanying drawing shows the construc- 
tion for a gear case of this kind adapted to one- 
man cars. : 

Riveting Tips on Control Fingers. A punch press 
cuts off old studs from controller fingers and rivets on 
new ones. 
die. When turned in one direction, it shears off the old 
stud, and when turned in the other direction, it forms 
the die for riveting the stud. 

Removable Scrap Receptacles. —A system has been 
Be Bloped for the handling of scrap material about the 
shops which entails the use of a standard box approx- 


Both processes are performed with the same’ 
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imately 6 ft. long by 4 ft. wide by 3 ft. high. These 
boxes are equipped with lifting loops and with legs of 
suitable height to accommodate a transveyor truck. In 
this manner they may be handled by crane or trans- 
veyor truck. The boxes are loaded on flat cars, taken to 
the dump, unloaded by crane and returned to the shop. 
By this means the handling is reduced to the lowest 
possible amount. 

It is contemplated to use this same system of boxes 
for the delivery of material to the carhouses and the 
return of scrap and material for repair. Outgoing sup- 
plies will be placed in individual boxes for each car- 
house. When the supply car arrives these will be swung 
aboard and will be unloaded at the carhouses by means 
of a jib crane on the car. This method will reduce the 
amount of handling and will speed delivery. 

Case-Hardened Pedestal Guides. All car journal 
boxes which come in for repairs are now being fitted 
with case-hardened pedestal guides. The old guides 
are removed and the new guides are welded in place. 

Turret Lathes for Bearings and Trolley Wheels. A 
turret lathe is now being used to machine bearings, 
so that they can be finished in two operations and much 
more quickly than with engine lathes. The turret 
lathe will also be used for shaping up trolley wheels 


’ after they have been rebushed. 


A new fixture is being designed for holding axle 
bearings while they are being machined. By its use, it 
is hoped, the machining on the bearings will be so 
uniform that it will not be necessary in the future 
to mate these bearings while they are being made. 

Soundproof Room for Testing. In the armature de- 
partment a soundproof room has been partitioned off, 
in which field coils are tested with a Century field 
tester. It has been almost impossible to operate this 
tester satisfactorily in the open room. Now work 
can very easily be carried on with it. 

High-Voltage Test for Cars. While some light re- 
pairs are made in the carhouses, a good many of the 
cars which need only light repairs go to the shops. 
It has been the practice for the last few months to put 
all of these cars through a high-voltage test. The 
control handle is put on the first notch and a 1,500-volt 
a.c. circuit is applied to the wiring. This has proved 
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Dirt Guards Are Being Welded on Gear Cases in Detroit 


a very rapid way of discovering weak points in the 
wiring, points which would give trouble probably within 
the next few weeks, if the car was sent out on the 
road without this test. In a recent month 30 cars suc- 
cumbed to this voltage. 


8 ELECTRIC RAILWAY JOURNAL 


Vol. 64, No. 1 


Sand Blast for:Commutators. In the armature room 
a sand blast is used for cleaning commutators as well 
as for cleaning armature cores. A new sand-blast 
machine to work in a dustless manner is being 
developed. 

Platform for Motor Frames. Motor frames, when 
brought in for repair, instead of resting on the floor, 
are set on individual platforms just large enough to 
hold a motor. These platforms are of wood, with 
strap-iron legs so that they are 8 or 10 in. from the 
floor. In this way a lift truck can.very easily be 
run under them, lifting the platform and motor and 
being then run to any convenient part of the shop. 
With the motor on the platform it is very easy to work 
on and around it. 

Standardizing Grids. By standardizing motor re- 
sistance grids, the number has been cut down from 
14 to 8. Only one standard grid frame now is used. 


THE Woop MILL 


Outside and Inside Steel Panels for Cars. In the mill 
a number of interesting practices were observed. The 
wooden side panels of old cars are being protected as 
the cars come into the shop by steel plates. These 
plates are of about No. 15 gage and are screwed on over 
the old wooden panels. The side molding or belt rail 
is taken off to simplify the application. End plates 
are applied to the ends of the car. j 

Steel cove panels or heel boards are also being used 
on the inside of all cars fitted with longitudinal seats. 
The lower part of this heel board is concave to make 
a sanitary base and to facilitate sweeping. The panels 
to fit end circular seats are welded together before 
being inserted, but the panels for the side seats are put 
on individually. Of course they contain openings 
opposite the heaters. 

Extra Door Added to Birney Car. When it started 
operations, the department purchased a large number 
of standard double-end Birney cars, as these cars at 
that time were greatly in vogue. It has been found, 
however, that they are very slow in loading and unload- 
ing, and at one time the department was afraid that 
it might have to give them up. Most of these cars 
now, however, are being made serviceable by the addi- 


tion of a second door, which is cut between the posts 
just back of the original door. This change is being 


applied only to cars which run on lines with loops, so 
that they can run as single-ended cars, but most of the 
lines in Detroit are adapted to single-end equipment. 
One seat had to be sacrificed by this change, but as 
the cars are changed to single end, it has been found 


This Mixing Table for Paint ‘with Solvents Above 
~Saves the Time of the Painters 


possible to put seats on the back platform, which in- 
creases the seating capacity of the car by eight seats. ~ 

Saw Filing and Setting Machine. For filing and 
setting bandsaws, the department uses an automatic 
machine manufactured by the Wardwell Manufacturing 
Company of Cleveland. Each end of the bandsaw is 
rolled on a large wooden reel, and this machine files 
and sets the teeth at the same time. 

Cabinets for Grease. A number of cabinets for 


holding grease barrels were also noticed in the shop. 


They are of steel and hold the grease barrels at the 
carhouses. At the top of the cabinet is room for placing 
buckets. These cabinets have the threefold advantage 
that. they keep the dirt out of the grease and buckets; 
they look better than the exposed barrels and buckets, 
and there is a distinct benefit in fire protection. 


: 


Portion of Main Row of Paint Cabinets at Left; Close View of Row of Solvent Cans and Mixing Table at Right 
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| Peends in Electric Railway Equipment 


Smaller Wheel Sizes, Double-End Control, Double Trucks, Four Motors per Car, 
Lower Weight per Car and Smaller Size Motors Are 
Trends Shown by Motor Sales 


By G. M. Woods 


General Engineer Westinghouse Hlectric & Manufacturing Company, 
East Pittsburgh, Pa. 


N ANALYSIS of railway equipments sold by the 
Westinghouse Electric & Manufacturing Com- 
pany during the past ten years discloses several 

tendencies of general interest. In studying the accom- 
panying graphs it must be remembered that the records 
of only one manufacturer form their basis and that in 
the case of some orders complete data were not avail- 
able. Further, several unusually large orders of a 
certain type of car in one year may cause a peak or 
depression in the general curve. However, the number 
of motors involved is large, and it is believed that the 
tendencies indicated are approximately the true con- 
dition. 

Fig. 1 shows the change in wheel size which has taken 
place during the last ten years. In 1914 23 per cent 
of the equipments sold were for 24-28 in. wheels and 
this percentage decreased to 12 per cent in 1915. In 
1920 the maximum percentage of 86 was reached. 
During the last four years the percentage varied be- 
tween 67 and 85. The main increase in the use of small 
wheels from 1916 to 1920 may be attributed to the 
single-truck safety car. The general increase is due 
partly to the decrease of heavy interurban cars sold 
during the period considered and to the more general 
use of low-floor cars in city service. 

The trend of 30-34 in. wheels is almost directly oppo- 
_ site to the trend of 24-28 in. wheels because the number 

of equipments for wheels more than 34 in. in diameter 
is very small and has been steadily decreasing. : The 
percentage of equipments with 30-34 in. wheels de- 
creased from 73 in 1914 to 15 in 1923. 


PRESENT INCREASING TENDENCY TOWARD 
DOUBLE-TRUCK CARS 


Fig. 2 shows the percentage of equipments with 
single-end control and the percentage with double-end 
control. Except for minor variations the percentage of 
double-end control has kept very close to eighty. The 
increase in double-end control during 1920 and 1921 
was due largely to the large percentage of single-truck, 
double-end safety cars sold during those two years. 

Fig. 3 shows the percentage of double-truck cars and 
the percentage of single-truck cars for which equip- 
ments were sold each year. The percentage of cars 
which were double truck was between 90 and 95 per 
cent from 1914 to 1916. The percentage then gradually 
decreased until in 1921 a minimum of 12 per cent was 
reached. The sale of double-truck cars then increased, 
being 83 per cent in 1922 and 95 per cent in 1923. The 
percentage of equipments for single-truck cars, of 
course, followed the opposite tendencies. It should be 
remembered that while comparatively few single-truck 
safety cars were sold in 1922 and 1928, there were 
sold a large number of double-truck cars arranged for 
one-man operation. It is very doubtful if one-man 
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Fig. 1—Trend of Wheel Size as Shown by Motor Orders 
During the Past Ten Years 
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Fig. 2—Proportion of Equipments with Single-End Contro. 
and Double-End Control 
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Fig. 3—Percentage of Single and Double Truck Cars, Showing 
Clearly the Advent and Decline of the Single- 
Truck One-Man Safety Car 


operation would be extensively used in this country 
today had it not been for the successful operation of the 
single truck safety car. 

The increasing tendency to use quadruple equipments 
instead of double equipments on double-truck cars is 
shown by Fig. 4. For the first four years of the period 
analyzed the numbers were fairly evenly divided. During 
the last six years the majority of double-truck cars 
have been equipped with four motors, although minor 
fluctuations in percentage have taken place. The use 
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£100 of quadruple equipments has been brought about by 
= 90 the greater importance of rapid acceleration under 
> 80 modern traffic conditions and the use of low-floor cars 
+ 10 with wheels of small diameter. j 
S 60 Double-truck cars in all classes of service are included 
E in the numbers of cars on which Fig. 4 is based. If city 
= SOY ES AG GARG. R cars only were included, a smaller per cent than shown 
chy on the curve would have quadruple equipments because 
si practically all interurban cars are equipped with four 
= W motors. The number of interurban cars sold in any 
S 10 year is relatively small, and the trend shown by Fig. 4 
ea To S = s a s = a = is not materially affected by their being included. 

= 2 2 2 ane = 2 2 2 Fig. 5 shows the percentages of equipments sold for 


Fig. 4—Trend in Use of Two or Four Motors on 
Double-Truck Cars 
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Fig. 5—Division of Motor Sales Between City, Suburban 
and Interurban Cars 
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Fig. 6—Average Weight of Double and Single Truck Cars, Showing 
Four and Two Motor Equipments Separately 
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_ Fig. 7—Average Size of Motors Has Come Down with Weight 
Reduction and Tendency Toward Smaller Wheels 
‘ and Four Motors 


city, interurban and suburban service. The city equip- 
ments, of course, form the major portion of the sales. 
The actual number of interurban 
increased during 1922 and 1923 as compared with 1921. 
The future of the interurban business seems to depend 
on two different kinds of passenger service. The first 
is a high-speed service with heavy cars which can 
successfully perform the kind of service desired by city- 
to-city passengers. The second is a frequent, con- 
venient service with light-weight cars which can bring 
back the passenger’ traffic lost to the automobile. Most 
interurban roads can also materially increase their 
revenues by engaging more actively in freight haulage. 


CAR WEIGHTS HAVE BEEN REDUCED 


The decrease in weight of all classes of cars is shown 
by Fig. 6. The greatest saving in weight has been 


made in the double-truck cars with quadruple equip- - 


ments. This decrease has been brought about by the 


general use of low-floor cars with wheels of small 


diameter. There has been less decrease in the weight 
of double-truck cars with two-motor equipments. This 
lower rate of change may be because the cars with two- 
motor equipments were considerably lighter than those 
with four-motor equipments and there was less demand 
for weight reduction, or it may be that the users of 
two-motor equipments have adhered more closely to 
existing designs. Curiously, the average weight 
of double-truck cars equipped with two motors was the 
same in 1923 as the average weight of the cars equipped 
with four motors. The trend in weight of single-truck 
cars is also shown in Fig. 6. The sharp decrease in 
weight in 1917 was due to the adoption of the safety 
car. The gradual increase since that time has been 
caused by modifications of the safety car such as double 
doors, double floors, heavier body construction — and 
heavier trucks. 

The average size of motors sold suring the teaeeat 
period is shown in Fig. 7. The size of motor is deter- 
mined by so many variables that it is difficult to account 
for any but general trends. The steady decrease from 
1915 to 1920 was doubtless caused by the reduction in 
car weights, the use of four-motor equipment instead 
of two-motor equipments, the extended use of the light- 
weight safety car and the general application of venti- 
lated motors with their greater service capacity than 
non-ventilated motors in proportion to nominal horse- 
power rating. It is significant of # more liberal tend- 
ency in motor applications, both on the part of the 
electric railways and the manufacturers, that the aver- 
age motor horsepower has increased slightly during the 
last three years, although car weights have shown no 
general increase. Under-motoring is a very expensive 
form of economy for the operator as well as for the 
manufacturer. 
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~ Rochester Trackless Trolley Construction 


The Line Is About 3 Miles Long and Runs Through a Densely Populated District— 
It Crosses Five Electric Car Lines and One Steam Railroad at Grade— 


HE Rochester trackless trolley line, 2.78 route 
miles long, operates probably through a more 
densely populated district than any other trackless 
trolley line built thus far in this country. It has also 


More overhead crossings than any other, as it crosses 


five heavy traffic electric car lines and one steam rail- 
road line at grade. It is operated by the Rochester 
Railways Co-ordinated Bus Lines, Inc., which is con- 
trolled by the New York State Railways, the operator 
of the electric railway lines in Rochester. This company 
has done pioneer work in the development of material 
for the overhead line used by these trackless trolley 
buses. The experience in Rochester should be of inter- 
est to other companies operating or expecting to operate 
trackless trolleys. 


OVERHEAD SPAN SYSTEM ADOPTED 


The width of street between curbs on which the 
trackless trolley line in Rochester is built is from 24 ft. 
to 32 ft. The span construction is used with tubular 


steel poles, mostly 7 in., 6 in. and 5 in., set in concrete. 
The span wire is xs-in. seven-strand Siemens-Martin 
wire, the same as used for span wire on the rail lines 
of the New York State Railways, and the trolley wire 
is No. 00 hard-drawn copper. 

Each span, of course, carries four trolley wires, two 
positive and two negative.. 


This Trackless Trolley Line Rep- 
resents Pioneer Overhead Crossing 
,Development. The Buses Can Be 
Converted from Gas to Electric or 
from Electric to Gas. 


Some of the Overhead Equipment Is of Special Design 


It was decided that a 24-in. spacing between the 
positive and the negative wires on the same side of 
the street was desirable. These wires were located 
by taking the center of the street and placing the two 
wires, 24 in. apart, half way between the center line 
of the street and the curb on one side and the other 
two wires, the same distance apart, half way between 
the center line of the street and the curb on the other 
side. The height of the trolley wire above the surface 
of the street is the trolley standard of 18 ft. With 
trolley poles on the trackless trolley buses 18 ft. in 
length, this gives a swing of about 16 ft. on each side 
of the wire. This length of trolley pole is about 6 ft. 
more than on the standard trolley car in Roches‘<er. 


USE OF PORCELAIN STRAINS 


Four standard porcelain strain insulators are used 
in each span wire. The arrangement is to put the two 


positive wires nearest the middle of the street and the 


two negative wires nearest the curbs. A _ porcelain 
strain is then cut into the span wire on each side of 
each negative trolley wire. 

The positive wires are fed at all crossings with each 
railway line, and at one end, making six feed-in places 
in the'3 miles of route. Both trolley wires are section- 
alized with regular section breakers about half way 
between the feed-in points, but these breakers are 
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jumped with four-strand No. 10 copper wire. This 
tends to equalize the rail line potential but if there is a 
ground, these jumpers will burn out. 

The hangers, ears, etc., are the same type as used 
on the rail lines. 

The negative trolley is grounded at each electric rail 
intersection by a piece of flexible cable carried down 
inside the pole, then under the pavement in a piece of 
creosoted pump log to the rail, to which it is bonded. 

Where the wires cross steam railroad tracks, the 
trolley wires are carried 22 ft. above the rail, and 
trolley wire guards of the usual type are carried over 
them. 

The rail lines are fed from different substations, but 
this does not interfere with the operation of either 
trackless trolleys or cars. 


OVERHEAD CROSSINGS 


The chief problem in the operation of the line has 
come at overhead crossings. These have caused no 


interference with the operation of the line, but the 
overhead line department has realized that here might 
be a weak point if care was not taken. 

The first question was to decide whether at a trolley 
and trackless trolley overhead crossing the trolley or 


Side and Bottom Views of Overhead Crossing for Trackless 
Trolley Line Developed in Rochester 


the trackless trolley should have a continuous crossing. 
At first the continuous crossing was put in for the car 
line and the trackless trolley motormen were instructed 
to coast over the crossing. It was thought that as 
there were fewer of them it would be easier to secure 
compliance with the regulation, but it was found that 
no matter which way the crossing was put up the 
motormen would get careless and occasionally would go 
over the crossing with the current on. 

At first stock material was used for the crossing, 
but it soon developed that no matter which line was 
insulated an arc would sometimes be drawn where the 
gap was 6 in. or less. After extended study the com- 
pany developed the overhead crossing illustrated. 

The body frame of this crossing is a piece of hickory 
50 in. long by 33 in. high by 24 in. thick. Onto the 
lower part of this wooden block two standard insulated 
crossing plates are attached with 24-in. centers and 
connected by a fiber runner for the car trolley. This 
fiber runner is in two pieces to keep it from warping, 
and it is held at the ends in the crossing studs and in 
the center by a brass clamp. At each end of the wooden 
block is an end tongue to which the rail tralley wire 
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is attached. This end tongue, at the positive end of 
the crossing is about 3 in. from the trackless trolley 
positive crossing, and the end tongue at the negative 
end is about 11 in. from the negative trackless trolley 
crossing. Between the negative crossing and the end 
tongue, to which the car trolley wire is connected, there 
is another fiber runner to carry the rail trolley wheel, 
but as this is only 11 in. long a brass clamp is not con- 
sidered necessary here. 

The rail trolley wire is carried over the top of the 
wooden block, to save cutting the wire, and the groove 
in which it lies has a cover to keep out the moisture. 
A slot 12 in: long by 2% in. wide is cut horizontally in 
the wooden block to increase its’ dielectric strength. 
The block is then painted thoroughly with black in- 
sulating paint or shellac. 

At the positive end of the crossing the car trolley 
wire is electrically connected to the positive trackless 
trolley wire with a stranded copper bond. Stranded 
wire is used at this place to prevent breakage of the 
bond by weaving. 

As will be seen, this crossing provides for continuous 
running of the trackless trolley rather than the car. 
This is partly because it is believed that a swiveled 
harp should have smoother running than an unswiveled 

harp, partly because the rail car is 
‘always directly under the wire, 
whereas the trackless trolley bus may 
have swung out, and partly because 
there are two men on the rail car, 
and if it should be stalled through a 
dewired trolley a crew of two men 
can more easily replace the pole than 
the one trackless operator. 

At the eastern end of the line a 
loop has been built over private prop- 
erty, so that the bus simply runs 
around the loop. At the western end 
a wye has been built, as this end may 
be extended later. 


THE BuS EQUIPMENT 


The seven trackless trolley buses 
on this line are “convertible,” that is 
to say, they can be changed, if neces- 
sary, to gas buses. When the New 
York State Railways bought this equipment it purchased 
from the Brockway Corporation twelve motor bus bodies 
and chassis capable of being equipped with either gas 
motor for independent operation or electric motor for 
trackless trolley operation. Originally seven of these 
buses were equipped with gas motors and five with elec- 
tric motors. Since they were purchased last fall, however, 
two of the gas motor buses have been converted to 
trackless trolley, and it is the intention of the company 
to convert two others. The conversion is not difficult 
because it means simply the replacement of the gas 
motor with two Westinghouse 258 motors. These mo- 
tors are arranged with the foot control, so that the 
operator can manipulate the steering wheel with his 
hand. The principal other change in the electrical 
equipment, as compared with the electrical equipment 
of a trolley car, is in the longer trolley pole used, the 
swiveled harp, which has four ball bearings, and the 
use of a 6-in. trolley wheel. 

The gas and trackless trolley buses of the Rochester 
Railways Co-ordinated Bus Lines, Inc., have been in use 
only since Noy. 1, 1923, so that the management is 


unwilling yet to express its opinion positively as to the ; 


| 
q 
3 
| 
| 


sti 


July 5, 1924 


ELECTRIC KAILWAY JOURNAL 


13 


relative merits of the two kinds of motor power. In 
general, however, the following conclusions have been 
reached: 

Under considerable density of traffic, where stops 


.have to be made every two or three blocks, the track- 


less trolley is better than the gas bus, because it is 
more efficient and less noisy in acceleration. Possibly 
a headway of 20 minutes is the dividing line, trackless 
trolley being desirable for headways of less than this 
time and gas buses for more than this time. 

The original investment for the trackless trolley is, 
of course, more, and the overhead system, as con- 
structed in Rochester, costs about $7,000 per route mile. 
On the other hand, the operating expenses on a fre- 
quent stop line are probably less with trackless trolley. 
The power consumption on the Rochester trackless trol- 
ley line is only about 1 Kw.-hr. per car-mile without 
heaters and 2 kw.-hr. with heaters, bringing the power 
cost considerably below what the gasoline bus would 
show. The oil consumption on the Rochester trackless 
trolley line is only 4 gills of oil in ten days. It is 
believed that the maintenance cost of the trackless trol- 
ley will also be considerably less, and the accounting 
department has been instructed to allow for a physical 
life of the trackless trolley buses of 18 years and for 
the gas buses of only 10 years. 
there is depreciation reserve charge for tires of 1 cent 
a bus-mile. 


Track Maintenance Instruction 


Eastern Massachusetts Street Railway Conducts © 
Course in Track Methods at Opening of Season 
—About One Hundred Men Attend 


OR some years the Eastern Massachusetts Street 

railway has conducted a course on track construction 
and maintenance prior to the summer’s work. Those 
‘who have attended are the roadmasters, track foremen 
and others connected with the way department, as well 
as the division manager and superintendent. Its pur- 
‘pose was to bring them up to date on the latest methods 
of the company. This year the plan was changed some- 


OPEN AND BACKFILLED TRACK 


1. Drainage is one of the most important parts of track 
construction. 


. In overhauling track raise it to at least level with the 
macadam shoulder 


. Do not full backfill low tee rail track except where it 
is absolutely necessary. This holds the water and if 
the ballast is not good your track is bound to work 


. Full open track is what we most desire. Water drains 
quickly, leaving the ties dry and the roadbed in good 
shape. On y 

: Half-open track is the next best type. Leave 114” or 
2” opening under the ditch side rail for the water 
to pass off, and do not allow this opening to get filled 
up. : 

. Only in the more thickly settled districts is track to be 
full backfilled. Here you depend on high track, good 
ballast, and ditches for drainage 


. Broken stone ballast is standard for paved track. 
Some divisions have laid sub-drains under the ballast in. 


in some streets. JOINT REPAIRS. 


TIE RENEWALS. 


track. 


DITCHING. 


the section foreman. 


For both kinds of buses -° 


CULVERTS AND CATCH BASINS. 


12. Corrugated iron pipe should be installed under all 
driveways, and extended far enough so that a -person 1 
will not have to drive too close to the end. 


13. Head up the ends with paving stones to prevent crump- 
ling of the pipe, and to hold back the earth. 


14. Catch basins and pipe culverts should be cleaned out 
at least twice a year, and in some cases much oftener. 


15, Use chestnut ties for renewals under paved or unpaved 
track, but with tie-plates at the joints only on unpaved 


16. Avoid making holes in ties with picks or bars. 
lets the water in and starts rot. 


17. More attention should be given to spiking. Driving 
the spike in at an angle and then pulling it over with 
the last blow or two, not only reduces the holding 
power, but also leaves an opening for the water to get 


18. Track should be inspected at frequent intervals by 


what by shortening the course and printing an advance 
syllabus of it for distribution among the participants. 

In all there were about 100 men who took the course. 
This number was divided into three groups, each made 
up of a certain number of men from each division, so 
that any one section of the road would not be weakened 
by having all of its responsible track men away at the 
same time. The meetings were held in the Chelsea 
shop, which was fitted up with a screen and stereopticon 
to show views of standard trackwork and interesting 
photographs of good and bad work taken during the 
previous year. 

A half day was given up to each class and a class 
was held each week so that three weeks were required 
before all those scheduled to take the course could do so. 
This half day was divided into six periods of 30 min. 
each, and each period was divided into 20 min. for 
lecture or instruction and 10 min. for discussion. In 
the pamphlet describing the course and distributed in 
advance, blank pages were left between the different 
topics for notes or memoranda of questions to be asked 
the lecturer. The six topics considered, with their 
subdivisions, were: 

1. City track construction, namely, track, paving catch 
basins, general, track oil, tools. 

2. Drainage, including open and backfilled track, ditching, 
culverts and catch basins, also tie renewals and joint 
repairs. 

3..Special work and derailment, including derailments 
and switches, their causes and means for prevention, in- 
spection of switches, inspection of mates, inspection of 
frogs, inspection of curves. 

4. Bonding, welding and grinding and the care of ma- 
chines for doing this .work. 

5. Reports and accounting, including authorization, han- 
dling of material, status reports, completed reports, records 
of employees, contracts. 

6. Accident prevention and statistics, including injuries 
from tools, careless handling of ties, injuries caused from 
grinding and welding, handling rail and looking out for 
passing automobiles. 


These six talks were given respectively by H. C. 
Packard, R. M. Hyde and R. A. D’Arcy, division engi- 
neers; R. C. Waring, return circuit engineer; C. J. 
Mahoney, chief clerk, and P. F. Joyce, chief adjuster. 


SPECIAL WORK AND DERAILMENTS 
DERAILMENTS AND SPLIT SWITCHES. 


(z) Causes :— 

. Defective track, bad joints, line, surface, gauge 
not enough elevation on curves. No guards or 
improperly placed guards; poor drainage. 

. Defective switches. Worn and loose switch tongues, 
no springs, broken bolts or springs, dirty boxes, 
false flanges on mates, battered frogs, bad line, 
surface and gauge. 

(All above due to insufficient inspection and maintenance.) 

. Obstructions in track and special work. 

. Not enough track greasing. 

. Excessive speed and other improper operation. 

. Defective equipment. 

There is a reason for every derailment and most of 

It them can be and must be prevented. 


Prevention :— 

1, Track must be inspected at frequent and regular 
intervals and defects reported and immediately 
repaired. 

2. All special work must be thoroughly inspected at 
frequent and regular intervals, defects repaired at 
once. 

Special work with frequent service every day 
Special work with less frequent service twice a week. 
Special work on country lines once a week. 

. Inspection and repair work must be more thorough 


8. Your ditch is sup to not only drain your track 
but also your ballast. Get it deep enough to agcom- 
plish this. f 

9. Keep the top shoulder of the ditch at least 6% beyond 


the end of the tie and a greater distance on grades, 
otherwise you cannot hold your track to line or grade. 


10. Do not make your ditches carry water too long a 
distance, 


{1, Cut away the bank on the side if the land beyond is 
_ low, and the bank not too wide, otherwise make 
openings through it. 


19. Do not let your repairs go for too long a time. 


What 
may be a small job to-day, may develope into being 
an expensive one in a very short while. This is 
especially true in permanently paved track or on 
special work. 


20. We have standardized on the welded joint, and your 


repairs should be made with this in view. Before 
applying the plates, the plates and rail should be 
thoroughly cleaned of-rust, the rail ends surface bent 
or cut back, or both if necessary, and the joint seam 
welded at the first opportunity 


than in the past. 

All special work must be under care of some com- 
petent man and he will be held responsible for their 
condition. 

Don't give too many switches to one man, 


. Report to your superior officers all cases where cars 


run too fast. 


: Keep track groove and special work clean and 


well greased. 


. All cases of derailments and splits must be thoroughly 


investigated and where causes doubtful, refer it to 
Engineering Dept. at once. 


. Discipline given to man at fault. 


The Syllabus for the Track Class Is Printed in This Form 
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Traffic Improvements Proposed 


for Indianapolis 


Engineer’s Report Indicates that Efficient Thorough- 
fare Plan Is First Step in Securing Congestion 
Relief — Numerous Thoroughfares to Be 
Opened Up by Construction of Short 
Connecting Links 


EVERAL immediate improvements that, while com- 

paratively minor in themselves, open the way for 
much more extensive improvements are recommended 
in the report of J. Rowland Bibbins, consulting 
transportation engineer;to the Indianapolis City Plan 
Commission, a preliminary release of which has re- 
cently been given. The comprehensive traffic and 
planning survey made by the engineer with the co- 
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Six Street Opening Projects Recommended for Immediate 
Adoption in Indianapolis 


operation of the local forces and the railways company 
last fall resulted in the discovery of widespread pos- 
sibilities for fundamental improvements in the city 
plan, particularly with respect to the system of thor- 
oughfares. These improvements have been laid out for 
development in the order best calculated to afford 
immediate as well as future relief. 

In the survey, by means of a carefully laid out sched- 
ule the entire traffic movement of the central district 
was determined as the first and most important step, 
covering each street throughout the entire day, and 
for all classes of traffic. The second step covered the 
examination of some 100 main thoroughfares and their 
redesign for accommodating and redistributing present 


and future traffic on practicable standards, with a: 


schedule for reconditioning these streets so as to 
encourage this redistribution so essential to the relief 
of the central district. In fact, the volume and com- 
plexity of this downtown traffic was found to be so 
serious a problem that correction of outside defects was 
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clearly needed first to effect any permanent improve- 
ment of appreciable value. 

Following this a proper traffic control system will be 
in order, some simplification of car routing in the 
terminal district, a better system of cartage control of 
industrial freight and the best plan of railroad devel- 
opment and transit service for the entire district which, 
under the present city planning law reaches out 5 miles 
beyond the present city boundaries. 

The City Planning Commission has selected six 
specific improvements for immediate action, all of them 
recommended in Mr. Bibbins’ report. All of these are 
calculated to perform the function of drawing unneces- 
sary traffic out of the congested district, and especially 
to create new trucking routes around the center. 
Another idea is to begin the development of express 
streets for fast automobile movement entirely clear of 
the transit streets needed for street car service. 

Following are the six projects recommended for 
immedate action: 

(1) The opening of a section on Fort Wayne Avenue. 
This starts the development of a parallel diagonal 
street for the relief of the overloaded main diagonal 
to the center, which virtually will become a new outlet 
to the rapidly developing northeast section of the city. 
The street was planned 100 years ago, but was lost 
through improper land subdivisions. 

(2) The Pogues Run extension utilizes an old drain- 
age ditch for a new “get-away” street and to relieve 
the most congested traffic throat in the city. A direct 
heavy traffic route will be provided between freight 
districts, and transit lines along business streets will 
be cleared of the offending bulk traffic. This ditch is 
at present an eyesore, but now will be converted into 
a useful thoroughfare similar to the Fallsway in 
Baltimore. 

(8) The opening of New York Avenue as an express 
street provides an entirely new type of street for 
high-speed express traffic, leading directly out of the 
central district and paralleling the main east-west 
transit artery to the eastern suburbs. It is designed 
as a “stop” or restricted speedway. Four other such 
streets have been laid out in other directions. 

(4) The English Avenue project opens an important 
thoroughfare on the opposite side of Washington Street, 
the main east-west artery and the National highway. 
This project is planned to encourage more uniform 
development of this section of the city and provide a 
more direct transit entrance. A poorly-laid out sub- 
division of former days now forces a very crooked and 
slow entrance. 

(5) The improvement of Pine Street gives a new 
north-south extension through this same area to develop 
a much-needed trucking route around the central dis- 
trict between railroad and industrial districts located 
east and south of it. 

(6) A short improvement on Minnesota Avenue 
opens an east-west thoroughfare parallel to the belt line 
for general crosstown traffic and to encourage industrial 
trucking to stay in the factory areas until it reaches 
the most direct route to the freight -stations. This 
route also ties into an important boulevard for ex- 
pediting faster automobile traffic. 

All of these improvements can be developed at rela- 
tively little cost and delay. Their importance lies in 
the fact that they are the bottle-necks of what should — 
be major streets. 
relation to the larger city plan which it is the function 


Moreover, they all have an important ~ 
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of the commission to develop. Undoubtedly many other 


improvements will be undertaken as the theory of these 
key projects becomes understood by the people. Within 


_the year it is expected that a complete thoroughfare 


plan will be decided upon for official adoption by the 
city council, as provided for in the present ordinances. 
The beneficial nature of these steps to the basic 


transit operation throughout the city will be apparent. 


The traffic survey showed clearly a very large amount 
of crosstown movement and extraordinary commercial 
vehicle traffic within the central business district, 
much of it, without a doubt, due to the defective street 
system outside. In fact, these conditions were so 
apparent to the engineer that all efforts were concen- 
trated first outside rather than to attempt now radical 
measures of relief at the center which would afford no 
fundamental cure. 
Indianapolis is indicated by the fact that there is 
during the business day no less than one vehicle move- 
ment for every 2.5 people of the city, and all of this is 
concentrated within an area one-half mile from the 
center. 

Some of these general phases of the traffic control 
problem were discussed by Mr. Bibbins in ELECTRIC 
RAILWAY JOURNAL for Feb. 23 and March i, 1924, show- 
ing the great value to the industry of adequate fact- 
data prior to experimental efforts to correct conditions 
and emphasizing the very important relation of the 
center to the environs of a large city. 


Teaching Firemen About a 


Subway Car 


New York Fire Department Gives Instruction at Its 
Fire College on What to Do at a Subway Fire— 
Model of Third Rail Construction Used 


HE latest addition to the fire college conducted by 
the New York Fire Department at 153 West 68th 
Street, New York, is a full-sized model of an electric 


“railway truck side frame, shoe support, collecting shoe 


and section of third rail, as employed by the Inter- 
borough Rapid Transit Company. This model is used 
to teach firemen what to do in the case of a fire in 
the subway. The model is of wood and full size. It 
was built up at the shops of the Interborough Rapid 
Transit Company in New York and presented to the 
Fire Department. 

Since this model was installed in the fire college, dur- 
ing the first part of May, instruction has been given 
by a representative of the maintenance department of 
the Interborough company. Besides this model he uses 
a blueprint to show the path which the current takes 
before it reaches the motors and the ground. The 
point is made that each section of third rail is fed by a 
separate feeder cable from the substation and is pro- 
tected by a circuit breaker, that the opening of this 
breaker automatically cuts the current from the third 
rail, and that this breaker can be automatically opened 
at any one of the emergency pull boxes, located on the 
subway at intervals of about 400 ft. The position of 
these boxes is indicated by a blue light. 

The point is also made that the third rail is protected 
by an insulated wooden protection board, on which a 
person can stand with safety; that the contact shoes 
are of cast iron and can easily be broken with a blow 
from a hammer, and that,.all heavy current carrying 
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The seriousness of the problem in. 


cables and the motor controlling apparatus are located 
beneath the floor of the car. The various possible com- 
binations which can form trouble in the subway are 
also described, and the firemen are taught that about 
the only occurrence that can cause a flash or smoke 
in the cars is a short circuit between the third rail and 
the truck frame. This might possibly start the wooden 
shoe beams burning or smoldering, or a grounded motor 
might set fire to the installation of the motor. This 


‘can easily be taken care of without inconvenience to 


passengers, if the routine given below is followed: 

1. Pull out the jumpers from both ends of the car 
that is in trouble. 

2. Pull the handle in the emergency box, which cuts 
power off the third rail. The fact that the power is off 
is shown by the extinguishing of the main car lights 
and the lighting of the emergency battery lamps. 

'8. Get the emergency tools from the emergency tool 
box and break off the shoes on the third rail side. 


Model Used for Instructing Firemen About Third Rail Construction 


4. Break off the shoes on the other side of the car 
where there is no third rail. 

5. If there is any flame, extinguish it. 

6. Call up the trainmaster’s office and order power 
on the third rail again. 

7. Proceed with the train to terminal. 

If the short circuit or burning occurs within the 
motor itself, the firemen are told that it is sufficient to 
open the main switch. 


Shifting from Side to Center Poles 
in Havana 


CONDITION where side poles were given up for 

the use of center poles, as described in a recent 
issue of this paper in connection with Cleveland, devel- 
oped last year also in Havana. There the double track 
is in private right-of-way along the center of the street 
and is not paved except at crossings. 

In the reconstruction of the line, the approved plan 
called for center poles. This required the tracks to 
be moved about 2 ft. farther apart, but there was not 
room to do that within the reservation so long as 
the existing span poles remained on each side. The 
plan finally decided upon was to build a new track com- 
plete in the old position. When this was completed, 
the track was shifted out 2 ft. from the middle in 
short sections, without breaking the connections. At 
the same time that this was done, the center poles were 
erected and the side poles removed. 
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Does Not Believe in College Men 
for Railway Work 
SELMA, ALA., June 25, 1924. 


To the Editors: 

Your article “Using a Technical Man for Technical 
Work” calls to my mind an attempt made in the same 
direction on a property I was connected with some time 
ago. To begin with, the writer did not finish college, 
but saw enough of the studies used in the electrical 
course to convince him that a new course was neces- 
sary to cover the electric railway field. It is a hard 
thing to take a man who has studied electrical engineer- 
ing and put him in the average car shop, working in 
grease up to his neck, and make him believe he is 
practicing his chosen work. For it seems as though the 
grease around a car shop, is the stickiest and hardest 
to get off your hands. 

Another thing to be considered is that the large elec- 
trical manufacturing companies have offered the gradu- 
ating classes good openings before graduation so that 
you will not get the very best material unless you speak 
early. Why not teach your own boys in your own 
shop and then you will have what you want made to 
order? The average school teaches a lot of useless 
information calling it electricity, material that is of 
no use to a young man entering the electric railway 
business. Why not train your own future heads of 
departments and teach them the real essentials? 

As I said at the beginning, I saw the plan you out- 
lined tried on an average-sized road for two years 
with little success. It was finally abandoned, owing 
to the inability of the company to get the young 
college graduates to take any but a passing interest 
in the equipment on a street car. They were curious 
about motors until they saw the inside of one. After 
that they knew all about it as it had been explained 
to them by their professor. It was thought early in 
the experiment that they might be made to do some 
useful work about the shop, but that idea was soon 
abandoned, as they came out of the shop at the end of 
the week with unsoiled overalls and unsullied hands. 
After two years’ trial the management gave up in de- 
spair, having in that time tried about eight of these 
boys in vain. Of the eight young men tried out in this 
experiment there is only one today whose work is even 
remotely connected with electricity. 

Four other boys used in the same experiment have 
made a success in the street railway business. All were 
paid the same wages, worked the same hours and for 
the same foreman, so it looks as though the college 
viewpoint had some bearing on the outcome. I think 
the solution lies in this direction. Let it be known to 
the men all over the system that you want several boys 
to learn the electrical and mechanical end of the busi- 
ness. Then instruct your electrical engineer to devote 
one or two hours a day to them, or have one of his. 
assistants to do so, until they are well versed in the 
electrical end of the business. Next turn them over 
to your mechanical department for similar instruction 
and periodically hold an examination to see if they are 
learning anything. If not, or if you find any undesir- 
ables in the class, weed them out, so that by the time 
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_ you have taught them for about one year they should 


begin to return something on your investment. 

In two years you should have enough experienced 
help to fill all the places in your organization, and if 
you find one or two exceptionally bright boys in a 
class of average size, then why not give them a real 
chance and send them to college at your own expense? 
In other words try the home product in boys before 
importing any. W. EH. NEES, 

Superintendent Selma Electric Railway. 


How Speed Affects Wear on Overhead ~ 


LEAGUE City,’ TEX., June 19, 1924. 
To the Editors: 
In a communication I sent you several months ago 
it will be remembered that attention was called to the 
fact that while the wear at high speeds was very little, 
it was excessive at very slow speeds, making it neces- 
sary to renew the trolley wire frequently at regular 
stopping places and to take extra precautions as to 
anchoring trolley wire to hold it in the event of breaks. 
Since sending that communication close observation 
has been made of wear from sliding contacts on our 
line, showing that the former conclusions were correct 
in every detail. It has been demonstrated that with an 
hourly service each way, with the usual number of extra 
and special trains, new trolley wire will last not more 
than two years at the points mentioned. 
Accompanying are two sketches showing graphically 
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FIG.1 Flés¢ 


the excessive wear I have mentioned. This wire had 
been in use less than two years, the sketches being 
exact size of two samples cut from the wire at renewal. 
The piece represented by Fig. 1 was cut from the wire 
just 65 ft. from that of Fig. 2, which was cut from 
point of greatest wear. This shows clearly how the 
wear on the wire rapidly diminishes as the car accel- 
erates in speed. 
have at every place where our trains stop or reduce 
speed very low. 

It has been contended by some that the excessive 
deterioration is due to the increased current draft from 
the wire, but the fact that no such condition was 
encountered during several years of trolley wheel opera- 
tion clearly refutes that contention, and indicates that 
the increased wear is almost entirely due to the in- 
creased friction at low speed. 

This is not to be construed as being in condemnation 
of the sliding current collector, but only to call atten- 
tion to a condition that will surely be met with in 
practice where it is used. For high-speed service it is 
probable that it is better to use the sliding shoe than 
the wheel, even though we may have the condition 
noted, but it is well to anchor thoroughly the trolley 
wire on each side of such places, as well as on each 
side of splicing sleeves, section insulators, frogs, etc., as 
the shoe collector undoubtedly is more severe on such 
fittings than the wheel. But it stays on the wire better 
with less wear at other points, if the shoe is not 
allowed to become badly worn. For slow-speed city 
service, where stops are frequent, it would seem that 
the wheel has a decided advantage. ' 
: C. L. GREER. 
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Association News & Discussions 


Getting in Better Standing Before 
the Public 


Publicity and Means for Improving Public Relations Are Discussed by 
Iowa Association in a Joint Convention with the 
Iowa Section, N. E. L. A. 


ous Thursday, June 26, to 
the consideration of railway sub- 
jects, the joint meeting of Iowa utility 
men was turned over to F. C. Cham- 
bers, president Des Moines City Rail- 
way. After telling why he thought the 
bus would not, be able to supplant the 
electric railway in urban centers, Mr. 
Chambers discussed public relations. 
An abstract of this paper appears 
elsewhere. 

Humanized publicity was the subject 
of a talk by E. P. Harrison, president 
Iowa Press Association. Securing sat- 
isfactory relations with the public was 
held to be a problem not peculiar to the 
electric railways and other utilities, 
but an important factor in the con- 
duct of all business. Successful use of 
publicity mediums for stimulating 
favorable public consideration was de- 
clared to be a subject requiring care- 
ful and intelligent study and direction. 
Haphazard methods were considered 
foredoomed to failure. 

The public is not interested in dry 
statistics, according to Mr. Harrison, 
and will not read them; nor is it inter- 
ested in the problems of the utilities 
companies. But once it is inspired 
with confidence in the utility manage- 
ment, it will act and act quickly for the 
relief of unfair conditions. The first 
essential in winning public confidence, 
is good and faithful service, and with- 
out good service to build on, no amount 
of publicity can be expected to inspire 
this all-important confidence which is 
so essential. to the establishment of 
satisfactory public relations. 

With these requirements fulfilled, 
Mr. Harrison held that the task of es- 
tablishing and maintaining satisfactory 
public relations is only started. The 
public is likely to take it all for granted 
unless attention is intelligently called 
to the fact. Hit or miss advertising 
was considered a bar to success. En- 
tire dependence on free publicity through 
the medium of reading notices fur- 
nished to the newspapers was advised 
against, as it tends to inspire a feel- 
ing of resentment and does not help 
the utility cause in the long run. He 
advocated telling the story in an in- 
teresting and human way and pointed 
out the importance of using copy writ- 
ten in the language of the people. He 
also warned the utilities against an 
attempt to use advertising space only 
when they need something, without 
previously building up public good will 
through this medium by a consistent 
policy started before the hour of need. 


Dwight N. Lewis; member of the 
Board of Railway Commissioners of 
Iowa, addressed the convention briefly 
and suggested a humanized contact be- 
tween utilities and the communities 
which they serve, as being an essential 
to building that mutual co-operation 
which is so important to good service 
and satisfactory relations. Above all 
else, he urged fair dealing in all the 
relations in which the utility enters. 

How TrAcK RECONSTRUCTION ON 

ACCOUNT OF PAVING CAN 
BE AVOIDED 

At a luncheon session it was pointed 
out that a study of the conditions 
existing in certain cities revealed that 
the railway in some cases is required 
to rebuild its track completely on ac- 
count of repaving regardless of the 
condition of the old rail. 

President Chambers showed that it 
was possible, in at least one case in 
Des Moines, to require property own- 
ers who petition for an extension of a 
line into new territory, to sign a con- 
tract not to pave the street within a 
specified number of years, or else to 
bear the cost of the paving themselves. 
Although such a contract becomes a 
lien on the property, Mr. Chambers ex- 
plained that the potential obligation to 
pave any street is in very much the 
same class, even if no car line is put in, 


and that this point of view can be 
made the basis of overcoming objec- 
tion to such contracts as conditions to 
the extension of car lines in cities. It 
was also the opinion of some of the 
members present, that legislation. re- 
lieving the railways of the paving 
burden, could be so drawn that the 
roads would not at the same time be 
required to rebuild track completely 
whenever a street is paved or re-paved. 

On the recommendation of the nomi- 
nating committee, the officers and di- 
rectors who served the association dur- 
ing the past year, were re-elected. 
These included: President, F. C. 
Chambers, president and general man- 
ager Des Moines City Railway; vice- 
president, R. A. Leussler, general man- 
ager Omaha & Council Bluffs Street 
Railway; secretary and treasurer, H. 
E. Weeks, vice-president and treasurer 
Tri-City Railway & Light Company, 
Davenport. F. J. Hanlon, president 
and general manager Mason City & 
Clear Lake Railroad, was re-elected a 
member of the board of directors, and 
W. J. Bertke, vice-president and gen- 
eral manager Sioux City Service Com- 
pany, was elected to the place made 
vacant by the retirement of C. D. Cass. 

On Wednesday night the members 
and friends of the two associations 
staged an unusually lively banquet, 
which was conspicuous by the absence 
of speeches. The evening was con- 
cluded by an informal dance. Golf for 
the men and a series of entertainment 
features for the ladies arranged by 
Mrs. Sterns and Mrs. Burnquist, fur- 
nished diversion during the afternoons 
and evenings of the other days of the 
convention. 


Five Ways to Improve Public Relations* 


By F. C. CHAMBERS 
President and General Manager Des Moines City Railway 


HE most essential thing in the 

successful operation of a _ street 
railway property is good public rela- 
tions. The question then immediately 
arises, how can good public rela- 
tions be secured and maintained. Pri- 
marily, the function of the electric 
railway is to furnish ample transporta- 
tion for the community which it serves. 
In order to give this service we must 
not only have the facilities, but a great 
deal of thought and attention must be 
given to provide adequate service at 
the time of day when it is required. A 
careful study of traffic movements 
must be made frequently, and schedules 
adjusted so that the correct distribu- 
tion of cars on the different lines is 
secured. After the survey has been 


*Abstract of a paper presented at the 
joint meeting of the Iowa Electric Railway 
Association and the Iowa Section, N. HE. 
L. A., Fort Dodge, Iowa, June 26. 


made and schedules worked out, care- 
ful supervision must be given to the 
operation of cars in order to secure 
the headways which are called for by 
the schedules. There is no one thing 
which will create more dissatisfaction 
and discontent or cause more complaint 
than irregularity of headways. Of 
course, with the congestion in the busi- 
ness districts of our cities and the 
fact that many of the lines may cross 
steam railroads where they are fre- 
quently held up for several minutes at 
a time, it is very difficult to keep the 
cars spaced in. accordance with the 
schedules, but in many cases a care- 
ful investigation of the matter will en- 
able routes to be changed and altera- 
tions made in operating conditions 
which will eliminate, to a considerable 
extent, these delays. 

Once the service is established, it 
must not be assumed that no further 
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attention is necessary to maintain it. 
If it is found that irregularities in 
headways continue to occur, a careful 
investigation should be made to deter- 
mine whether or not it is the fault of 
the men operating the cars or whether 
it is due to the fact that the running 
time has not been given due considera- 
tion in making out the schedules. ~ 

Very few of the patrons of a rail- 
way system have the slightest idea of 
what is involved in the operation aud 
maintenance of a system operating a 
comparatively large number of cars, or 
the investment and operating expenses 
involved in giving this service. Even 
when adequate and efficient service is 
being given, there will be more or 
less complaints received. Some of 
these are justified; many are imagi- 
nary. Regardless of the nature of the 
complaint, the company should main- 
tain a department which will take care 
of and investigate all complaints. If 
the complaint cannot be taken care of 
satisfactorily by correspondence, a per- 
sonal call should be made explaining 
the situation in detail and at all times 
taking the attitude that the company 
stands ready and willing to rectify any 
injustice done to its patrons. 

It must be remembered that the men 
on the cars are the salesmen for the 
company and every effort possible 
should be used to educate these men to 
give courteous treatment to the com- 
pany’s patrons. In many instances, 
where these employees are dominated 
by a labor organization, it is difficult 
indeed to secure their co-operation 
along this line, but a great deal can 
be accomplished in securing this co- 
operation by creating activities among 
the employees, which will have a ten- 
dency to bring the employee and em- 
ployer closer together and perhaps to 
educate the employee in the problems 
with which the company is confronted. 

One of the most prolific sources of 
discontent and dissatisfaction on the 
part of the public lies in the fact that 
it does not know the problems which 
confront the company. The passenger 
has no conception of what becomes of 
his fare. If it is left to some dema- 
gogue or perhaps some one who is 
antagonistic toward the company to 
disseminate this information, nine 
chances out of ten the information 
given will be far from correct and 
prove detrimental to the company. 

From time to time it will be found 
beneficial to advise the public pertain- 
ing to the revenues of the company, 
its operating expenses, and similar in- 
formation. In this way the public will 
become acquainted with the operation of 
the property and the disposition made 
of the money which it is paying to sup- 
port the corporation. 

In the past a great many operators 
have taken the position that the pub- 
lic is not concerned as to the disposi- 
tion of the company’s revenues, but the 
experience which the companies have 
had during the past few years has 
demonstrated that this is the wrong 
stand for a company serving the pub- 
lic to take. It is a characteristic of 
the great American peopie to want tc 
become acquainted with those with 
whom they do business. Of course, it 
is very difficult indeed, if not impossi- 
ble, for the manager of a street rail- 


way to know personally any consider- 
able percentage of its patrons, bui it is 
possible to have the heads of the dif- 
ferent departments which are responsi- 
ble for the operation of the system 
become acquainted in different ways 
with a large number of people in the 


community by having them join civic 
organizations such as the Rotary Club, 
Kiwanis Club or Lions Club, not for- 
getting the fact that a substantial 
membership in the local Chamber of 
Commerce will unquestionably prove 
very beneficial. 


Motor Bus as an Auxiliary in Baltimore* 


By L. H. PALMER 
General Manager United Railways & Electric Company, Baltimore, Md. 


N 1915 Baltimore, like many other 

places, was over-run to a consider- 
able extent with jitneys of the Ford 
type. A bus body was developed 
locally, known as the “Baltimore” type, 
which seated four persons each on two 
longitudinal seats behind the driver 
and two additional on the driver’s seat. 
These were crude affairs with a tar- 
paulin top and sides and open step at 
rear. I remember one of these ma- 
chines that went down the street with 
23 people clinging to it! 

Subsequently a few of the operators 
invested in larger chassis, but of the 
100-odd machines that were in opera- 
tion at the peak of the mania probably 
98 per cent were Fords, with bodies 
similar to that described. 

In 1916 our company, in order to 
determine the possibilities of the motor 
bus, and also to combat the indiscrimi- 
nate competition which was affecting 
our income, went into’ the motor bus 
business. We incorporated two com- 
panies—one operated the Ford jitney 
of the “Baltimore” type, and entered 
into direct competition with these ma- 
chines over the three most largely 
operated routes. The other company 
bought buses of a better type, equipped 
with cross seats, and put these on 
Charles Street in direct competition 
with a company that had started up to 
give a better type of service on that 
high-class thoroughfare. 

The operation of the Ford type of 
jitney began to wane, and after an 
experience of 15 months we took off 
our jitneys of this type. 

Later, through an amendment to the 
Public Service Commission , law, the 
power of regulating motor buses and 
jitneys was vested in the commission, 
and it became necessary to obtain a 
certificate of convenience and necessity 
from it before any new operations 
could be started. The law provided 
that any buses in operation at the time 
this amendment took effect were to be 
considered prima facie to have demon- 
strated “convenience and necessity.” 
As a result, there is one route with 
some 30 buses running east from the 
heart of the city that operates in direct 
competition with our street cars at 
about an equal rate of fare. This line 
of jitneys is now operating 25-seat 
buses in modern type. 


TRANSPORTATION MONOPOLY IS BEST 


As a result of the experience gained, 
we are firmly of the opinion that all 
transportation service in a community 
should be furnished by one company. 
We believe that the street railway com- 
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pany is at least as capable (and we 
think more capable) of furnishing 
proper transportation facilities as any 
other agency. It certainly has the ex- 
perience and organization. If you will 
pardon a personal opinion, I think the 
one thing that frequently is lacking to 
complete the combination is a proper 
attitude of mind on the part of the | 
directing heads of the company. Our 
own feeling is that if by any stretch of 
imagination the airplane becomes a 
common carrier for urbanites, then we 
want to operate them in the city of 
Baltimore along with street cars, buses, 
rapid transit facilities and trackless 
trolleys! 

Our motor buses are operated by a 
subsidiary entirely owned and con- 
trolled by the United Railways & Elec- 
tric Company. The company is known 
as the Baltimore Transit Company and 
operates six routes at the present time. 
The two main routes are entirely inde- 
pendent of the street cars, charge a 
10-cent fare, furnish seats and issue no 
transfers. The most important one 
operates on Charles Street, from the 
financial and shopping districts to and 
through a high-class residential sec- 
tion on the north side of the city. 

Since 1916 the service rendered on 
Charles Street has gradually extended 
until at present we are operating 16 
to 20 buses on this route, which has a 
round trip length of 6.5 miles. Four 
of the buses are of the double-deck 
type and the balance are 25-seat single 
deck. We are using the low-level 
51-seat double-deck buses manufactured 
by the Fifth Avenue Coach Company, 
New York, and have just purchased 
four more, which will be delivered 
within the next month. One of these 
will be equipped with tarpaulin rolled 
top and side windows, the latter drop- 
ping into pockets. This is experi- 
mental, to determine its availability 
for protection of passengers in incle- 
ment weather and also on days when a 
hot sun beats down. 

The other route, the Mount Royal 
Avenue line, diverges from Charles 
Street about a mile from the business 
center and taps another residential sec- 
tion, reaching the edge of our largest 
park. 

The first of these routes, under the 
present fare, is showing a moderate 
profit; the other route is not yet pay- 
ing its way. This second route was 
installed about two years ago, because 
the Public Service Commission had a 
bona fide offer from responsible parties 
to put bus service on this route, and 
told us that if we did not furnish the 
service, it would give the other people 
an opportunity to do so. From our 
study we felt that the route would not 
be profitable under the conditions, but 
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decided we should undertake it and do 
our best to build it up to a point where 
it would not be a drain. We are hope- 
ful that this result may eventually be 
obtained. 

In addition to these two main opera- 
tions, the Baltimore Transit Company 
is operating two routes of about 1 mile 
each as direct feeders to the street rail- 
way system. These were both put on 
in lieu of building car tracks and the 
rate of fare is the same as the street 
ear; that is, 8 cents cash or 73% cents 
when metal tokens are purchased, with 
interchange of transfers to and from 
intersecting lines. Neither of these is 
paying its way. 

On Monday of this week we put on 
another route—about 3 miles long—in 
the eastern section of the city, to afford 
direct communication between a resi- 
dential section and a manufacture dis- 
trict which heretofore had no direct 
connections, passengers being obliged 
to go around three sides of a rectangle 
in order to get from one to the other. 


It is too early yet to say what this 


now route will do. It was established 
by order of the Public Service Commis- 
sion as one of the requirements of get- 
ting an increased fare, and preliminary 
studies do not look hopeful as to its 
operating at a profit. 


EXPERIENCED WITH THE TRACKLESS 
TROLLEY 


The sixth route operated by the 

transit company is a trackless trolley. 
In this case owners of real estate along 
the line insisted that the Public Serv- 
ice Commission help them to obtain 
some kind of transportation service. 
Our studies indicated no possibility of 
the route paying for a number of years, 
but the commission felt it was a de- 
sirable development for the good of 
the city and its environs, and finally, 
after negotiations between the com- 
mission, the citizens and ourselves, we 
agreed to install the trackless trolley. 
Originally our own recommendation 
was that motor buses should be operated, 
as we knew more about their possibil- 
ities, but the real estate owners wanted 
something more definite and tangible 
as an evidence of continued operation 
to enable them to sell lots, and they 
felt that if they could not get steel 
rails laid in the ground, the next best 
- thing would be a network of wires 
overhead, and for this reason the track- 
less trolley, which type of service had 
been ‘recently inaugurated on Staten 
Island, was determined upon. The peo- 
ple interested raised $32,500 and de- 
posited it in a bank to be used to reim- 
burse us for deficits on the basis of 
$10,000 the first year, $7,500 the second 
and $5,000 each for the next three. 
Results have shown continued deficits 
more than twice the above guarantees 
to date. Our primary mistake was in 
giving too fast service over a mediocre 
road and that has made our mainte- 
nance costs high. We have included de- 
preciation charges of 20 per cent on 
equipment, 5 per cent on overhead. 
These plus the seat-mile tax naturally 
added to our costs. 

One of the primary difficulties with 
the trackless trolley has been the lack 

of engineering study and experimenta- 


tion looking toward the development of 


an economical type of vehicle. » 
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Trackless trolleys so far developed 
weigh from 25 to 85 per cent more 
per seat than do the gasoline buses. 
On the basis that the power plant 
weighs about the same, it would seem 
that there is need for considerable ad- 
ditional engineering development to get 
the weight of the trackless trolley down 
at least to that of the motor bus before 
it can be considered successful. 

I nientioned the fact that the real 
estate developers felt that a bus line 
would not enable them to sell their 
land. In another section of Baltimore a 
tract of high grade land of about 500 
acres has been sold to the Roland Park 
Company for development in better 
type of homes. Members of this highly 
trained organization, when they came 
to us to discuss transportation service 
to this tract, did not want a bus line. 
They said they could not sell their 
property as effectively without steel 
rails laid in the ground. 

At the present time there is a com- 
mittee working to define a policy for 
extension of our service with either car 
or bus to outlying districts within the 
city limits. A representative of the 
commission, of the Real Estate Board, 
the city, the Topographical Survey and 
our company composes the committee, 
and they are endeavoring to work out 
a practical plan as to how transforta- 
tion service can be furnished without 
being an undue burden on the street 
railway company, which means, of 
course, upon the citizens of the com- 
munity, because our costs, of necessity, 
have to be borne by the people who 
ride on the cars. 

The organization of our bus business 
follows very closely that of the street 
railway. We have a superintendent in 
general charge who reports to the 
general manager. The shop foreman, 
inspectors, dispatchers, etc., report to 
him. The same general type of super- 
vision, of discipline, of instruction, of 
schedules, runs, headways and lay- 
overs is followed along the well tried 
out process of the street railway sys- 
tem. The shop foremen, however, do 
not report to the equipment depart- 
ment of the street railway and the me- 
chanics and laborers working under 
them are recruited from mén who have 
had experience in automobile repair 
and operation. Chassis are taken care 
of at our main garage and minor re- 
pairs made, while the painting and 
body overhauling work are done at 
the street railway shops on a cost 
basis, with a proper proportion for 
labor and supervision added. The care 
and maintenance of all our automobile 
trucks, touring cars and emergency 
wagons are also under the . superin- 
tendent of automotive equipment. 

In addition to the main garage where 
the buses are all housed and most of 
the touring cars, we have another 
garage, about 2 miles distant, which 
houses the service trucks of the main- 
tenance of way and power depart- 
ments. A system of regular inspec- 
tion days for all equipment has been 
worked out and this has been found of 
value in reducing costs by preventing 
a car running too long without proper 
inspection and repairs. A_ sub-store- 
room is located at the main garage 
and parts for automotive vehicles are 
kept at that location. 
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The safety work and the handling 
of accidents and damages are taken 
eare of by the railway and wherever 
possible its organization is used to 
handle business of the Transit Com- 
pany, as, for example, our purchasing 
agent. The handling of the receipts 
is attended to by the dispatcher, who 
is under the supervision of our cashier 
and treasurer. The same applies to 
payrolls and other operating details. 

One of the points on which we are 
laying great stress is the matter of 
good housekeeping and attractive ap- 
pearance of our motor buses. We be- 
lieve it essential to keep up a high 
standard; that our employees must 
not only be efficient operators, and 
courteous to the public, but must pre- 
sent a cleanly appearance. 

We compiled some statistics re- 
cently to show the relative measure of 
service on basis of population served 
per mile of track in Baltimore and 
several typical English cities. I am 
going to quote this as a matter of in- 
formation, which seems to me to show 
why there is more opportunity for 
bus development in some of the com- 
munities in Great Britain than in this 
country. 


Population 


Milesof per Mile 
City Population Track Track 
Baltimore. .... 800,000 415 1,937 
LOW. vase cs 1,300,000 198 6,565 
Birmingham... 900,000 130 6,923 
Liverpool. ..... 8v0,000 128 6,250 
Edinburgh. .... 500,000 100 5,000 
500,000 79 6,330 


Sheffield....... 


These figures are extremely interest- 
ing to my mind as showing how much 
greater service is rendered the com- 
munity by the street railways in this 
country than is done by the cities in 
England, and to an extent indicates 
that there is less need of bus opera- 
tion here than abroad. 

What possibility exists for so-called 
de luxe service between centers of 
population is a matter that has not 
been fully settled. There is unques- 
tionably a considerable field for this 
type of transit, and climatic and road 
conditions and the habits of the people 
are all important factors. In the State 
of California, or in Florida, where the 
weather is warm, where people go for 
recreation and pleasure, where there 
are good roads, and, in the case of 
California at least, wonderful scenery, 
there is no question but that such 
operations are very popular; but these 
factors have much less potency, it 
seems to me, in a state like New York. 
Just where they fit in the transporta- 
tion scheme in a large city is a matter 
about. which we are undecided. We 
have some dreams about the use of 
this type of service, but have taken 
no ‘definite steps as yet in that direc- 
tion. 

The statement has been made that 
1,200 motor buses were owned and op- 
erated by street railways this year as 
compared with 300 on Jan. 1, 1923, an 
increase of more than 300 per cent in 
a single year. These buses are oper- 
ated by 148 electric railways, 13 of 
which have replaced their street rail- 
way equipment with buses. 

There can be no doubt but that the 
motor bus as a unit in our transporta- 
tion system has arrived. 
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Track Construction* 


Substructure Generally Lighter than in America with Emphasis Laid on 
Need of Flexibility—Practice on Paving, Joints 
and Curves Described 


By M. J. ToRRES Y ESTRADA 
Way Engineer Barcelona Tramways 


PINION differs as to the relative 

desirability of a flexible and rigid 
substructure for track. The flexible 
type is usually constructed of broken 
stone to a depth of 15 to 25 em. (6 to 
10 in.) on which is placed a layer of 
gravel or sand, 8 to 10 cm. (3 to 4 in.) 
deep. This substructure is either car- 
ried all the way under the track or 
else only for a width of 40 to 50 cm. 
(16 to 20 in.) under each line of rail. 
The concrete base may also extend all 
the way under the track or be placed 
only in the form of a stringer under 
each rail. 

Ties are not always used, as with the 
stringer form of construction. the 
stringers are depended upon to give 
support to the rail and tie rods to keep 
the rails to gage. Wooden ties are 
usually of oak, cedar or pine, some- 
times treated and sometimes not. They 
are spaced from 80 cm. to 1 m. (32 to 
40 in.) apart, except under special 
work where closer spacing is followed. 

Barcelona. uses -a concrete  sub- 
structure but in most places it is not 
carried all the way under the track. 
Usually it is laid in the form of 
stringers, 40 to 50 cm. (16 to 20 in.) 
wide and 16 to 25 cm. (6 to 10 in.) 
deep, under each rail. If a quickly dry- 
ing job is required, a special cement 
is used, such as cement fondu, and in 
this case the track can be used after 
24 hours. In Neuchatel and Lausanne, 
the concrete stringers used are made 
up away from the job in 1 m. lengths, 
and then laid in the trench. This has 
the advantage of permitting the im- 
mediate passage of cars. 

Only four companies, among them 
Geneva, use wood ties in a concrete 
sub-base. Glasgow followed that plan 
for a number of years but abandoned 
it. Copenhagen uses old rails as ties, 
partially or fully embedded in a con- 
crete base. A few companies mount 
their rails on wooden stringers, placed 
on or buried in concrete. The Hague, 
Turin and Liége follow this practice. 
The Hague uses Australian wood 
stringers, the two other cities employ- 
ing oak. Several companies report the 
use of asphalt between the base of the 
rail and the concrete substructure to 
produce a cushioning effect. Several 
others use Australian or teak wood for 
this purpose, and Marseilles is testing 
out under its special trackwork a layer 
of lead. 

These and other precautions have 
been installed to avoid the rigidity of 
the monolithic concrete construction, 
whose disadvantages may be summed 
up briefly as follows: 

The vibration of the rails, in spite of 
all precautions, affects the joint be- 
tween the rail and the concrete. 
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Water seeps in and disintegrates the 
concrete particularly at the joints. 
Renewals and replacements to the 
track structure are expensive and slow, 
and a wait is required to allow the con- 
erete to set if any considerable part 
has been renewed. It is difficult to 
get at the gas, water, and other utility 
piping under the street. 

Most companies drain the groove of 
the rail, the drains being at the foot of 
grades and especially before track 
switches. Such drainage reduces the 
cost of maintenance and the quantity 
of water which gets in under the track. 


TYPES OF PAVING 


Macadam—This type of paving is go- 
ing out of use and is not a particularly 
desirable one from the railway point 
of view, as it is apt to be worn by 
vehicles into ruts next to the rails. To 
overcome this, stone toothing is- often 
used® adjoining the rails, especially 
around switches, the space between the 
toothing and the rail being filled with 
cement, tar or asphalt. The advantage 
of macadam is its low cost, but in ad- 
dition to its rapid deterioration, one 
company claims that. the dirt and mud 
transferred by vehicles to the rails in- 
creases rail wear. 


Stone Block—This is undoubtedly 
the paving most generally used. The 
blocks are sometimes laid directly 
against the rail, but sometimes there is 
a filler of sand and gravel or a spe- 
cial paving brick. While there is a 
tendency for ruts to form alongside the 
rail, this pavement is undoubtedly con- 
sidered the best by railway managers, 
because of its wearing qualities and its 
ease of maintenance for both paving 
and track. 


Wood Paving—This is supported on 
a concrete base. Australian wood is 
considered desirable because it swells 
less than softer woods, but is expen- 
Sive. In consequence, other woods, 
treated, are being used. One line of 
wood blocks is laid on each side of the 
rail longitudinal to it, and the others 
with their main axes at right angles to 
that of the street. The chief advan- 
tage of this paving is its quietness, 
and it permits repair about as easily 
as the stone paving. Its drawback is 
its cost.’ 

Conerete Paving—This is used very 
little, so no facts are available. 

Asphalt—Like wood, this paving has 
to be laid on a concrete basis. Best 
results are secured when the asphalt is 
laid directly against the rail, but a 
number of companies separate the rail 
from the asphalt by a row of wooden 
or stone headers, the latter being pre- 
ferable 


SUPERSTRUCTURE 


The general weight of rail used is 
from 20 to 22 kg. per meter up to 36 
kg. for T-rails (72 Ib. per yard) and 


to 60 kg. per meter (120 lb. per yard) 
Their length varies | 
on straight track from 10 to 20 m.— 


for grooved rails. 


(33 to 66 ft.) and in Paris rails of 
24 m. (78 ft.) have been used. In 
general, the longer the rail, the better 
for railway purposes, except for the 
practical limit of ease of handling in 
the mills, in transportation, and in city 
streets. 

The joint is still the weak point in 
the track. The bolted form is the 
most popular, the connection being 
made with six, eight and even twelve 
bolts. Patented mechanical joints are 
employed to some extent, but are not 
in as general use as they were. 
Haarmann duplex rail is still being 
used in a few places. 

Three companies report they are still 
using the Falk cast-welded joint, the 
pioneer of the welded joints. The are 
weld has not come into very general 
use yet, though 50 per cent of the com- 
panies repvlying to the data sheet re- 
port they are making some use of it. 
In the opinion of the author, the 
aluminum-thermit joint is the best, as 
it is simple, easy to apply and effec- 
tive. While-higher in cost than some, 
it is cheaper in the end if the joint 
holds. Sixty-five per cent of the com- 
panies replying to the data sheet are 
using this joint with satisfaction as 
regards breakage. Lille-Roubaix-Tour- 
coing has 13 km. (8 miles) of track 
which were welded by this system in 
1906. During this time not more than 
thirty joints were broken. The sys- 
tem at Mulhouse figures on a basis of 1 
per cent breakage for both alumino- 
thermit and are welding. 

Practice favors opposite joints, but 
varies on whether the joint should be 
suspended or supported. Tie rods are 
generally used. Bonds are generally 
attached to the rail by welding or braz- 
ing. The use of ordinary solder for 
bonds has disappeared. 

Practice differs as to the layout of 
curves, some using the parabolic form 
throughout and others a circular are in 
the m‘ddle of the curve with spiral en- 
trances. Several companies, including 
Marseilles, Paris and Lyons, report the 
use of manganese rail on curves and 
that its life is three times that of the 
ordinary rail. The Hague and Glas- 
gow have used the Sandberg system 
for rails on curves, though in the latter 
case no great benefit was observed. 
Lille-Roubaix treated a 6 m. length of 
rail by heating the head with the 
torch and then chilling it with water, 
and after 26 months of use reports a 
noticeably reduced wear. Paris has 
also experimented along these same 
lines. 

Opinion is divided as to whether 
grease, graphite mixed with water, 
crude oil, a mixture of oil and 
graphite, or of tar, oil and graphite, is 
best for curves. Paris has arrange- 
ments for putting water in the groove 
and finds that it reduces the grinding 
of wheels on curves. 

Only four companies use the under- 
ground conduit systems, namely, Paris, 
Bordeaux, Brussels and Lyons. They 
report in general that maintenance is 
high, that the system is more subject to 
interruption than the trolley and that 
they would prefer the latter. 
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A.I.E.E. Discusses 1,500-Volt Automatic 


Substations 


In General the Features Do Not Differ Materially from Standard Prac- 
tice—Full Automatic Operation Not Favored in All Cases 


HE use of 1,500-volt automatic 
substations for supplying direct 
eurrent to suburban electrified railways 
was the subject of a paper before the 
annual convention of the American In- 
stitute of Electrical Engineers held at 
Chicago June 23-27. This paper, which 
‘was presented by C. A. Butcher, gen- 
eral engineer Westinghouse Electric & 
Manufacturing Compay, gave a com- 
plete résumé of the subject. His 
paper discussed the power require- 
ments, location of substations and their 
capacity. 
Regarding the selection of convert- 
ing equipment, the author stated that 
synchronous converters have the ad- 


-_ vantage of smaller space and weight 


combined with higher over-all effi- 
ciency. Motor-generators are more 
stable under wide fluctuations in volt- 
age and can carry heavier momentary 
peak loads.: 

As to the relative merits of shunt 
and compound field windings, the au- 
thor emphasizes the need of a droop- 
ing voltage characteristic for automatic 
service, so that the shunt winding is 
favored. Where compound-wound con- 
verters are used this drooping charac- 
teristic has been effected by, limiting 
resistors inserted in the circuit auto- 
matically on overload. 

For 1,500-volt d.c. service the larger 
units, whether motor-generators or 
converters, will be made up of two 
750-volt machines connected in series. 
This is especially true of 50- and 60- 
cycle converters. The general features 
of the control equipment are essentially 
of the same type as in low-voltage au- 
tomatic stations. 

Application of automatic control to 
substations was discussed by several 
speakers. V. E. Thelin referred to 
some simplified substations which have 
been used by the Chicago Surface Lines 
for three years without any inspection 
or maintenance. Trouble has been ex- 
perienced only with one contact finger 
and a clock. The speaker favored 
shunt-wound rotaries and no shunts on 
the circuit breakers. 

G. I. Wright announced that the 
largest automatic substation now con- 
templated for railroad electrification 
consists of two 2,000-kw. units. Subur- 
ban lines would involve four or five 
such units. Full automatic operation 
was not considered advisable by the 
speaker, although reclosing and auto- 
matic starting and stopping switches 
were considered desirable. 

Precaution will have to be taken to 
prevent lock-out of motor generators 
and rotary converters on flashovers, 
especially with third-rail systems, if 
continuity of service is to be expected 
from automatic operation, declared A. 
M. Garrett. Manually operated sub- 
stations will be employed on the Chi- 
eago terminal electrification of the 
Illinois Central Railroad, but they have 
been designed so that they can be con- 
verted to automatic operation if this 
becomes desirable in the future. 


A. C. Grayson claimed that Newark, 
N. J., has the largest combined auto- 
matic railway and power substation in 
the country and that it is noise-proof. 
Fourteen new automatic substations are 
under construction by the Public Sery- 
ice Electric Company of New Jersey 
for commercial, railway and combined 
commercial and railway service. It is 
expected that reclosing feeder break- 
ers and supervisory control will be in- 
stalled in the manually operated sub- 
stations as they are rehabilitated. 

Within thirty days the Detroit Edi- 
son Comvany will have 33,000 kw. in 
automatic substations, 16,000 kw. of 
which was installed this year, accord- 
ing to J. W. Bishop. 


American 


Association News 


Committee Sails July 9 


AMES W. WELSH, Harley A. John- 

son and Harry L. Brown, special 
committee on foreign operation re- 
cently appointed for making a study of 
advance practices among transporta- 
tion companies in the principal cities 
in Europe, will sail on July 9 on. the 
Aquitania. Their headquarters in Lon- 
don will be at the Hotel Curzon, where 
they will remain two or three weeks. 
The remainder of their time abroad 
will be spent largely in Paris, with 
some study of electrification work in 
Switzerland, if time permits. 


Exhibit Committee 


HE exhibit committee of the 

American Association met in New 
York on July 2 for the purpose of 
assigning space at the Atlantic City 
convention, Oct. 6-10. Those present 
were J. C. McQuiston, chairman; C. E. 
Morgan, vice-chairman; Edward Dana, 
C. P. Billings, Cornell S. Hawley, L. W. 
Shugg, A. L. Price, A. M. Robinson, 
Executive Secretary J. W. Welsh and 
Director of Exhibits F. C. J. Dell. 

Mr. Dell reported to the committee 
that to date 141 applications for space 
had been received, totaling 69,965 sq.ft., 
which compares with 438,864 sq.ft. in 
1923 and 26,420 sq.ft. in 1922 at the 
corresponding date. Mr. McQuiston 
commented that the director of exhibits 
was to be congratulated upon the fine 
work he has done. The problem this 
year will be that of finding sufficient 
space rather than to find exhibitors. 

A motion was passed approving the 
work done thus far by the executive 
secretary and the director of exhibits. 

The rate for exhibit space on the 
track on Mississippi Avenue was set at 
$2.40 per linear foot. The committee 
authorized the executive secretary and 


the director of exhibits to cancel the 
assignment of space to any exhibitor if 
not paid for in a reasonable time. 

The committee faces a particularly 
difficult problem this year in view of 
the fact that the applications for ex- 
hibit space by bus manufacturers total 
about 24,000 sq.ft., while the total 
available space with sufficient head- 
room and having adequate floor carry- 
ing capacity is only about 23,000 sq.ft. 
This is a condition which may require 
the committee to move some exhibitors 
from spaces they have occupied hereto- 
fore, in order to use all suitable space 
for exhibitors who require high clear- 
ances. A special effort is being made 
to expand the available exhibit space 
and a special sub-committee was sent 
to Atlantic City following the meeting 
to see what arrangements could be 
worked out. The committee is going to 
great length trying to please both old 
and new exhibitors, and where because 
of the conditions this year old exhibit- 
ors have to be moved to new locations, 
special plans are on foot to make par- 
ticularly attractive some of the exhibit 
space that heretofore has been con- 
sidered as less desirable. 

The committee also decided to recom- 
mend to the entertainment committee 
that the orchestra music on the pier 
mornings and afternoons be not ar- 
ranged for this year, as it is considered 
distracting to the exhibitors. 

Sub-committees were appointed as 
follows: 

Membership: New York district, 
C. E. Morgan and E. P. Waller; Pitts- 
burgh district, J. C. McQuiston and 
C. P. Billings; Cleveland, Detroit and 
Toledo district, J. H. Alexander; New 
England district, Edward Dana; Chi- 
cago, EK. J. Blair and L. E. Gould; 
Mid-West, A. L. Price; Southern, E. B. 
Meissner and B. W. Frauenthal. 

Decorations: L. W. Shugg, A. M. 
Robinson and F, C. J. Dell. 

Space, power, car and bus exhibits: 
E. J. Blair, A. M. Robinson, E. P. 
Meissner and L. E. Gould. 

Meeting rooms and Insurance: J. W. 
Welsh and F. C. J. Dell. 

To co-operate with Entertainment 
Committee: L. W. Shugg and A. M. 
Robinson. 


Report on Educational Work 
Completed 


HAIRMAN EDWARD DANA of 

the American Association commit- 
tee on education appointed Myles B. 
Lambert and H. H. Norris, with himself 
as chairman, as a sub-committee to 
draft the report for the Atlantic City 
convention. This committee met in 
Boston on June 12 and 13. A number 
of valuable reports of educational work 
being done by member companies, 
which had been prepared for the com- 
mittee, were digested for use in the 
report of the committee on education. 
The sub-committee also approved for 
immediate publication and distribution 
in pamphlet form a monograph en- 
titled “Why Educational Work Pays.” 
The sub-committee made an inspection 
of the educational work being done by 
the Boston Elevated Railway, particu- 
larly the new instructional headquer- 
ters at Sullivan Square station. 
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Maintenance of Equipment 


Vacuum Cleaner for 
Grooved Rails 


CAR equipped to dig out the dirt 

from the grooves of rails and 
then pick it up by an exhaust fan 
on the principle of a vacuum cleaner 
has been developed in Arnheim, 
Holland. It is described in an article 
by P. M. Nieuwenhuis, manager of 
the Arnheim Tramway System, pub- 
lished in a recent issue of the Revue 
Universelle des Transports. The 


dirt sucked up from sifting out 
through the windows. The scrapers 
used are adjustable from either plat- 
form and are pressed down by 
springs, as shown in the elevation of 
the car. There is a pair of scrapers 
for each direction of running, the 
other pair being raised. 

The vacuum tubes’ terminate 
directly above the scrapers. The 
vacuum tank has a capacity of about 
4 cu.yd., and the exhaust fan is 
driven by a series-wound motor of 
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Pian and Elevation of Vacuum Cle.ner Car 


point “is made in the article that 
when the groove in the rail is kept 
clean, there is not only less danger 
of derailment, but there is a con- 
siderable economy of power. The 
author also claims that to dig out 
and remove the dirt at the same 
time is much better than to remove 
it first by hand, then have it shoveled 
up by another gang, because, during 
the interval, much of it may be 
worked back into the groove by pas- 
sing vehicles. While the groove on 
the average European rail is usually 
narrower than on rails in this coun- 
try, from 1 in. to 13 in. is the com- 
mon width, a brief account of the car 
may be of interest. 

The apparatus used is mounted on 
an old single truck car, whose sides 
have been boarded up to prevent the 


about 15 hp. This motor is protected 
from overload by a circuit breaker 
on each platform. 

In addition to the scrapers and 
vacuum cleaners, the car carries a 
water tank with outlets over each 
rail at each end of the car. These 
outlets are controlled by valves oper- 
ated by the motorman, who soon 
learns how much moisture is re- 
quired to facilitate the work of clean- 
ing. In wet weather no water is 
necessary. In dry weather, the dirt 
comes out better if sprayed. The 
water tank is furnished with a gage 
which can be read from the platform. 

The dirt tank is fitted with a sig- 
nal which notifies the motorman 
when it is full. It then can easily be 
discharged over a dump. The sides 
and roof of the car are removable. 


so that it is easy to get at the mech- 
anism. There is also a trapdoor 
on the side, so that the scrapers can 
be reached in that way. 

On straight. track the car can 
make about 15 m.p.h. Hence it can 
be used between regular cars with- 
out delaying traffic. On curves and 
over special work operation has to be 
slower. 

A single operator can run the car, 


and it requires hardly more attention — 


than any other type of car. 


Relation of Armature Slot 
to Commutator 


OME suggestions for laying off 

the armature core in relation to 
the commutator, when rewinding 
armatures, were given in an article 
in the Electric Journal for Decem- 
ber, 1923, by M. E. Chapman, of the 
Westinghouse Electric & Manufac- 
turing Company. The proper lay- 
out of the coils can be obtained 
from the winding itself before strip- 
ping an old winding. Manufacturers 
also furnish proper winding data. 
Sometimes the layout is marked on 
the end of the bars by the manufac- 
turers, by means of punch marks. 
When the position of the winding on 
the armature is originally de- 
termined the relation of the commu- 
tator throw to the armature throw 
is prick punched on the end of the 
commutator. This shows either the 
center line of the coil throw or the 
center line of slot 1, and the commu- 
tator throw of the first coil. If the 
center line of the coil throw or 
the center line of the slot, come on 
the center line of a bar, the bar is 
punched. If the center line of the 
coil throw or the center line of the 
slot comes on the center line of the 
mica then the bars on both sides of 
the mica are punched. When the 
commutator throw is laid off each 
bar which is to receive a lead from 
the first coil is -punched. This is 
true for both top and bottom leads. 
The varnish covers the end of the 
commutator and must be scraped off 
to find these punch marks. A screw- 
driver or piece of string can be used 
in determining the center litie of the 
different! parts. ' 
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The following rules are given to 
\determine whether there is a dead 
single coil in the first coil on a four- 
pole motor: 

1. The wave or two-circuit wind- 
ing always requires an odd number 
of commutator bars, while the 
multiple winding may have either an 
odd or even number. 

2. A multiple winding never re- 
quires a dead lead. 

8. When an even number of coils 
per slot are used there will always 
be a dead lead on a two-circuit wind- 
ing. : 

4. When an odd number of coils 
per slot are used, and there are an 
even number of slots in the arma- 
ture, there will always be a dead lead 
on a two-circuit winding. 


5. When an odd number of coils . 


per slot are used and there are an 
odd number of slots in the armature, 
there will never be a dead lead on a 
two-circuit winding. ° 

When starting to put the coils in 
the slots, the bottom part of the 
first coil should be placed in slot 1, 
and the top of the coil in the slot 
that corresponds to the coil throw. 
When winding coils with both ends 
‘closed the top of the throw coils 
should be placed in the top of the 
slot, and the coils shaped up. If this 
is not done the winding will bind. 
If the coils have open ends, the top 
of the throw coils need not be put 
down until finishing the winding, as 
these coils have only the bottoms 
shaped and are flexible enough to 
shape with only the bottom parts in 
the slots. In shaping the coils they 
should be hit on the flat part of the 
diamond only, and care should be 
taken not to collapse the loops as this 
will cause short circuits. When lift- 
‘ing the throw coils care should be 
taken not to injure the insulation on 
the coils. They should be lifted one 
at a time starting with the last coil 
of the first throw and working 
toward the first coil. In this way 
the maximum room for putting in 
the last coil can be obtained. ~ 


Handles Used for Rolling 


Sets of Wheels 


N THE railway repair shop of the 

Savannah Electric & Power Com- 
pany, Savannah, Ga., the wheel press 
is located several hundred feet away 
from the car storage house. It is 
often necessary to take out wheels 
and axles from the trucks under a car 
in the storage house and move them 
to the wheel press, .A convenient 
method of doing this is to push the 


wheels along the track by the use of 
long steel handles made of steel rods. 
The rod has a hand grip at one end 
and at the other end is a loop slightly 
larger in diameter than the axle. 
One handle is slipped over each end 


Method Used in Savannah for Rolling Sets 
of Wheels from Carhouse to Shop 


of the axle, as shown in the accom- 
panying sketch. Pressure downward 
and forward on the handle causes 
the truck to roll forward along the 
rails, and it is thus moved from the 
carhouse along a connecting track 
and into the repair shop. 


Reaming Compressor 
Bearings 


Ne compressor main bearings are 
babbitted in the Decatur shops 
of the Illinois Traction System and 
after being placed in the housing 
are reamed to size by means of an 
expansion reamer. The device used 
is a line reamer with a micrometer 
adjustment of the cutting blades. 
The accompanying illustration shows 
the reamer, which was manufactured 
by the Davis Boring Tool Company 
of St. Louis. These are made es- 
pecially for the Illinois Traction 
System in the following sizes: 
2% in. to 2% in., 2% to 24 in. and 
34 in. to 34 in. Small sizes are for 
use on the 25-cu.ft. compressors and 
the larger size is for the 50-cu.ft. 
compressors. The reamer is ap- 


Expansion Reamer with Micrometer Adjust- 
ment Designed and Made for the Illinois 
Traction System by Davis Boring 
Tool Company, St. Louis 


proximately 4 ft. long with a body 
diameter of 13 in, and has a square 
shank at one end. The cutting 
blades are only a little longer than 
the bearing and are located about 
18 in. from one end. 

In operation the reamer is held at 
the far end in a temporary bronze 


bearing bolted to the compressor 
frame. At the gear end it is held 
by a similar bearing mounted on a 
framework attached to the housing. 
This frame is of 14-in. x 4-in. 
wrought iron. The two end angles 
are bolted to the compressor hous- 
ing, one angle having a slotted hole 
for the bolt, in order to allow verti- 
cal adjustment of the reamer bear- 
ing. The bearing is mounted on the 
cross member between the two 
angles and is fastened by a winged 
nut on a bolt set in a slotted hole. 
This allows adjustment in a hori- 
zontal direction. 

First a trial cut is made to de- 
termine the alignment of the reamer. 
By turning the adjusting dial, which 
is marked similar to the graduations 
on a micrometer caliper, the blades 
may be extended as little as .001 in. 
Thus it is possible to ream the bear- 
ing to the exact size required. 


Set-Up for Reaming Gear End Bearing in 


Compressor Housing. By Moving the 
Dial, Minute Adjustment of 
Reamer Is Possible 


About five minutes is required for 
setting up this reamer and ap- 
paratus. The reaming requires about 
ten minutes, the reamer being turned 
by hand by means of a cross bar 
which fits on the square shank. A 
set-up similar to the one described 
and illustrated is used when ream- 
ing the other bearing of the com- 
pressor. 


Oxy-acetylene Torch Aids 
Armature Room Work 


N THE armature room of the Kan- 

sas City Railways Company, a 
small-sized oxy-acetylene torch, de- 
signed primarily for lead-burning 
work on storage batteries, has been 
found to be a very handy utility 
device. 

Cleaning solder out of stripped 
commutators and for sweating ter- 
minals in controller repair work, are 
both very efficiently done by means 
of this torch. It concentrates a small, 
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hot flame on the work and helps 
materially in getting a better job of 
soldering. 

As an illustration of the savings 
produced by this torch, its use has 
reduced the time for stripping and 


Sight Tube Facilitates 
Inspection 


OR the purpose of determining 

the conditions inside the tanks 
of large oil circuit breakers without 
the necessity of emptying the oil, the 
Westinghouse Electric & Manufac- 
turing Company, East Pittsburgh, 
Pa., has perfected a sight tube, built 
on the principle of the periscope. 
This sight tube may also be used for 
inspecting other equipment in inac- 
cessible places. The present design 


requires a hole 10 in. in diameter 
for insertion of the tube. 
At the end of the tube, in a bulb- 


rebuilding K-14 controllers by as 
much as two hours per contyroller. 
This includes the time taken for 
stripping the old controllers and 
soldering the new leads to the ter- 
minals. 
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New Equipment Available : 


forms of structural shapes, these rolls 
can be used for bending rails, 
wrought-iron pipe, and odd sections. 


New Crawling Tractor 
Crane 


10-TON crawling tractor em- 

bodying new features is being 
offered to the market by the Indus- 
trial Works, Bay City, Mich. An 
important feature is the independent 
control of the traveling, slewing and 
hoisting motions. Slewing in either 
direction is accomplished without-re- 
versing the engine by means of a 
double friction clutch and a train of 


Periscope Used to Examine Contacts of Large Oil Circuit Breakers 


shaped compartment, a 100-watt, 
110-volt lamp is placed so that its 
rays illuminate the area in front of 
the lower sighting hole of the tube. 
A circular mirror, directly above this 
lamp and opposite a glass-covered 
opening in the tube, is placed at an 
angle of 45 deg. to the perpendicular 
axis of the tube so that it reflects an 
image of whatever is illuminated by 
the lamp. 

The tube is built in three lengths, 
Heit. Seon, Oba Aun and oM be dann 


Improvements Made in 
Bending Rolls 


EVERAL improvements have been 
introduced into its series of bend- 


ing rolls by the Buffalo Forge Com- 
pany, Buffalo, N. Y.. Easier and 
more even adjustment of the rolls 


bevel and spur gears. <A _ slewing 
brake holds the boom securely with a 
suspended load in any position. 
When operating on uneven ground, 
this brake eliminates any possibility 
of sudden rotation. The vertical 
slewing shaft is located accessibly at 
the front of the crane close to the 
base of the boom, and since the 
power is transmitted at this point, 
there is no great slewing stress car- 
ried through the revolving frame. 


has been secured through the re- 
placement of the springs supporting 
the top roll and bearings with a bal- 
anced lever. Less pressure is also 
required to regulate the rolls, and 
the wear on the controlling mech- 
anism is thus reduced. A new spacer 
arrangement provides an easy and 
quick adjustment of the space in the 
rolls necessary to take care of the 
thickness of the pipe being bent. In 
addition to the bending of the many 


The entire upper works rests on 
a rotating steel base. This base ro- 
tates on four conical steel rollers 
which may be taken out without 
removing any of the parts or jacking 
up the crane. Heavy steel side 
frames which carry the shaft bear- 
ings are bolted to this rotating bed. 
The bearings are arranged on the 
outside of the frames so that any 
shaft may be easily removed without 
displacement of other parts. All 
running bearings are provided with 
replaceable bronze bushings. Wear- 
ing surfaces of all thrust bearings 
are separated by bronze washers, and 
bronze collars are placed behind each 
bevel gear. Gears in the upper works 
are of cut steel. Oil pipes lead to 
the operator’s platform and the lubri- 
cation is accomplished by a pressure 
system. Clutches - controlling the 
various motions are of a new friction 
type. ; 

Tractor shoes are close fitting, 
smooth surface steel and they operate - 
over adjustable idle sprocket bear- 
ings which take up the slack in the 
tractor belt. The crane has two 
traveling speeds, reversal of 
direction is accomplished by 
reversing the engine. Steering 
while propelling is accomplished 
from the operator’s platform 
through friction clutches and brakes 
controlling each tractor belt. Either 
belt may drive, coast or be held by 
the brake in any degree desired to 
negotiate turns. ’ 

The new tractor crane is built for 
either steam, electric or gasoline 
power, and’ can be operated with 
clamshell or dragline bucket, electro- 
magnet, hook and block or grapple. 
It is readily convertible into a shovel 
or a pile driver. 


Small Crawling Tractor Crane 
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The News of the Industry 


Transfer Plan Changed 


Pittsburgh Riders to Have Advantage 
of Riding from One End of City 
to Other for 84 Cents 


A most important transportation step 
was taken recently by the Pittsburgh 
traction conference board when it an- 
nounced a general transfer system 
which will mean reaching all points on 
the system of the Pittsburgh Railways 
in the downtown business section and in 
a northside area from any part of the 
city for a single fare. 

The old transfer limitations, which 
_ have existed between the systems of 
the Consolidated, Union Traction com- 
panies and the Southern Traction Com- 
pany, are broken down and the inter- 
change of passengers between the 
systems permitted. All railroad sta- 
tions are included within the new 
transfer zone, making them available 
from all parts of the city for the single 
fare. The new zone embraces the 
entire downtown triangle and one of 
almost similar size and shape on the 
Northside. Privileges now available 
over a limited area on the Crosstown 

line will be extended over the entire 
' area. The area also embraces West 
Carson Street between the Point and 
Smithfield Street bridges. 

One of the problems worked out was 
the identification of holders of the 
special transfers. This was accom- 
plished by placing the responsibility of 
getting off before the limit of the zone 
area is passed. Transfers will be lifted 
‘on departure from cars and should 
passengers delay this beyond the zone 
boundary, it will be necessary to drop 
the regular fare. 

It also was necessary to solve some 
of the problems offered by the custom 
of years to observe a financial segre- 
gation plan effecting the various rail- 
way units held by the Pittsburgh Rail- 
ways before the new transfer plan 
could be developed. 

According to the statement of the 
traction conference board, the new 
arrangement not only will provide a 
vast increase to the service given car 
riders, but also will have a general 
beneficial effect on all business within 
the triangle. In addition the tendency 
will be to relieve traffic congestion by 
spreading business. 

The board also announced the sum- 
mer high school concession which will 
be an innovation and enable students 
to reach the Schenley and Southside 
High schools for a single fare, not in 
excess of 10 cents in each direction. 
At present often two fares and in some 
cases three fares are required for each 
trip. No statement was made as to 
whether this plan would be extended 
into the regular school year. 

A third improvement in the service 
announced was that of providing a 
single fare limit to boundary of the 
Twenty-eighth Ward. 


The board, in announcing the im- 
provements to the service, said: 


All these changes disclose the new spirit 
of the organization of the Pittsburgh Rail- 
ways and are the first fruits of the plan of 
co-operation between the city and the com- 
pany. All these changes will inure to the 
benefit not only of the car rider, but to the 
public generally. 


Electrics Not Hard Hit in 
Ohio Tornado ~ 


Heroic efforts of repair men of elec- 
tric railways operating in the tornado 
swept district of northern Ohio have 
paved the way for a quick resumption 
of service. It was expected that July 
5 would see the interurban lines running 
on complete schedule. The Cleveland, 
Southwestern & Columbus possibly was 
the hardest hit by the tornado, which 
leveled the business districts of Lorain 
and other Ohio towns. Officials of the 
Lake Shore Electric said on Monday 
that all lines would be in operation by 
the end of the week. The Cleveland, 
Southwestern & Columbus suffered be- 
tween fifty and sixty washouts, with 
both poles and wires down. A special 
carrying 200 people to a picnic at 
Chippewa Lake was marooned there. 
People slept in the car all Saturday 
night and were not able to return to 
Cleveland until late Sunday afternoon. 

The greatest loss to the Lake Shore 
Electric was from interruption of serv- 
ice, officials say. Wires and poles 
were blown down in some instances, 
but extra men from various utility 
companies were rushed out and damage 
is being rapidly repaired. The com- 
pany’s service to Lorain was not cut off, 
while the Toledo & Fremont division 
also operated. The Fremont & San- 
dusky division was cut off by storm 
damage. The roadbed is practically 
intact. A Lorain city car was picked 
up from the tracks by the cyclone and 
hurled across the street. With the 
resumption. of service on all lines of 
the Cleveland, Southwestern & Colum- 
bus the problem facing the company now 
is to make construction work perma- 
nent. Company officials say the damage 
will run not more than $7,000. 


Connecticut Wages Advanced 
Three Cents 


Negotiations between the Connecti- 
cut Company, New Haven, Conn., and 
its employees were terminated on 
June 28 when wages were adjusted 
ona basis of 3 cents an hour in- 
crease effective June 1, 1924, for a 
period of one year. This agreement 


- covers motormen and conductors, one- 


man car operators, shopmen, power 
station men, substation and line men. 
The new schedule makes the blue uni- 
form rate 53 cents for the first three 
months, 56 cents for the next nine 
months and 60 cents an hour there- 
after. The one-man car differential re- 
mains at 7 cents. 


Controversy in Cleveland Over 
Arbitration Reaches Court 


Peace—temporary at least—has come 
in the differences between the train- 
men and the Cleveland Railway. By 
mutual consent the date for hearing the 
injunction action of the union against 
the company, in the dispute over the 
12-cent ,wage award, has been post- 
poned until Sept. 8. 

All strike activities of the union 
and preparations on the part of the 
company to meet a possible strike have 
been abandoned until the case is set- 
tled. Both sides now are busy pre- 
paring for the court hearing. In the 
meantime the employees are working 
under the agreement in effect before 
the wage arbitration. 

Strike preparations of the company 
cost $47,000, according to City Trac- 
tion Commissioner C. M. Ballou. The 
average expenditures were more than 
$10,000 a week and included an extra 
pay roll of non-union crews held in 
reserve, which at times ran as high as 
400 men. 

Paul E. Wilson, secretary of (the 
company, says a few of the extra men 
might be employed permanently, but 
that under the temporary restraining 
order of the court they would be em- 
ployed only subject to customary 
closed shop rules and would have to 
join the union after sixty days. 

It was the general opinion of ob- 
servers that the union men, after 
voting to strike when the company re- 
fused to accept the award of the ai- 
bitrators, really did not want to strike. 
John J. Stanley, president of the com- 
pany, openly declared that the men 
could not be driven from their jobs by 
any threats of intimidation. 


Weekly Pass Shuts Out Monthly 
Commutation Books 


Permission has been granted by the 
Railroad Commission to the San Diego 
Electric Railway and the San Diego & 
Coronado Ferry Company to cancel and 
discontinue the sale of the monthly 
commutation fare books from San 
Diego and Coronado, Ocean Beach, Na- 
tional City, Potash and Chula Vista. 

It was shown at the public hearing 
in San Diego that since the establish- 
ment of the weekly pass on Jan. 1, 
1928, the sales of monthly commutation 
books have steadily declined, and that 
the weekly pass now supplies all rea- 
sonable demands of the commuting 
patrons. It was shown that the weekly 
pass has solved to a substantial extent 
the financial difficulties of the appli- 
cants, 321,547 weekly passes having 
been sold during 1923 for $330,610. 
During the first three months of 1924 
the weekly passes produced 2,257,191 
passengers, compared with 1,948,043 
passengers for the same months last 
year. 
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Delinquent Seattle Tax Paid 
Under Protest 


Officials of the Puget Sound Power 
& Light Company, Seaitle, Wash., on 
June 7 issued to County Sheriff Matt 
Starwich a check for $655,296 as pay- 
ment in full of taxes in litigation. Of 
this sum $254,262 represented interest 
accumulated since the tax feil due in 
1920. The payment represents an- 
other move in the litigation between 
the company and King County over 
$401,018 street railway taxes for 1919 
plus interest. 

The company accompanied the check 
with a protest which sets forth that the 
payment was made under compulsion 
and that the company reserves all 
legal rights, which it may succeed in 
establishing in court. 

On the same day the payment was 
made to King County, counsel for the 
Puget Sound Power & Light Company 
submitted an amended bill of com- 
plaint in the federal court, to take 
the place of complaints dismissed re- 
cently, in which it was set forth that 
the tax had been paid, and that action 
would be taken to collect three-fourths 
of the amount from the city. The city, 
through George A. Meagher, assistant 
corporation counsel, contested accept- 
ance of the amended complaint, holding 
that the case was not one for the fed- 
eral court. Specific performance of the 
contract between the city and the 
power company, made at the time the 
railway lines were purchased by the 
city, is sought in the amended bill. 
Mr. Meagher indicated that he in- 
tended to attack the sufficiency of the 
bill on the ground that it did not set 
forth a cause of action in equity. 

The payment of the tax has been 
the subject of litigation since it became 
delinquent on March 15, 1920. Col- 
laboration by the city and company to 
avoid payment of the tax altogether 
was attempted, but failed, the United 
States Supreme Court ruling that the 
tax is valid. Then, with the’ company 
officials avowedly ready to pay the 


company’s share, Corporation Counsel 
Kennedy advised the City 
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Council that it was without authority 
to raise the tax money. The Council, 
Attorney Kennedy held, had been with- 
out authority to bind the city in the 
tax agreement. Unable to wait longer 
for the money, the county treasurer 
took steps to force collection, with the 
ultimate result that the county sheriff 
seized $2,000,000 of company property 
in distraint proceedings upheld in the 
federal court, which refused to grant 
the power company a stay of execution. 


Motorman Held at Fault 


San Francisco Operator Failed to Re- 
port Broken Brake Rod on Car 
Which Ran Away 


Various probes have disclosed that 
the accident on the San Francisco Mu- 
nicipal Railway on June 2, in which 
fifty persons were injured, was due 
primarily to the failure of a motorman 
to report a broken brake rod. This is 
the substance of the report of the 
police, the railroad officials and the 
city authorities following an exhaus- 
tive investigation. 


No ForMAL REPORT MADE 


In the opinion of the investigators 
the motorman should have done one of 
two things: 

1. Halted. his car and_ reported 
broken rod when he first discovered it. 

2. Waited for another car to tow his car 
to a repair shop. 

The motorman’s own story, as re- 
lated to the police, is at variance with 
these findings. The official police re- 
port reads: 

Motorman Frank Cronin of K line car 
No. 65, Municipal Railway, reports that the 
rod broke just after leaving the Forest 
Hill station eastbound. He proceeded down 
hill, being able to control the car for a 
time. It finally got away from his con- 
trol and hit three autos in its rapid descent 
to the entrance of the tunnel at Market and 
Dolores Streets, where it telescoped L line 
car Number 176. 

The police report adds, however, that 
Cronin admitted having trouble with 
his brakes before reaching the Forest 
Hill station, which is a half mile from 
the scene of the accident. 

The grade is very steep leading to 
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the tunnel. It appears from reports 
and from statements that Cronin be- 
lieved he could control the ear until it 
started on its wild dash down the hill 
toward the tunnel. 

Immediately following the crash 
Superintendent Boeken of the railway 
made a statement blaming the motor- 
man and also_ suspended Cronin. 
Later Cronin was discharged. 

No official report of the accident had 
been made available to the press up to 
June 17 and officials of the city and 
railway appeared reluctant to discuss 
details. The public utilities committee 
of the Board of Supervisors, however, 
has the matter before it. 

The city engineer, Mr. 
nessy, has made an_ investigation 
through his electrical engineer, but up 
to June 17 he had made no report. 

It is claimed that there was no trou- 
ble with the air pressure, as the police 
at first reported. The main pull rod 
was found on examination to have 
broken in two, due to wear. 

City officials say that there will be 
no more investigations or probes. 
They all refused to be quoted. It was 
stated in behalf of the railway that a 
full report on the matter will probably 
be printed in the annual report, which 
was due on June 30: This report, how- 
ever, is not likely to be given out for 
publication, it was also stated, until 
some time in the fall. 


Buses Discussed in Kansas City 


Application for incorporation of the 
Kansas City Motor Coach Company is 
the first move toward urban bus line 
operation in Kansas City. The initial 
capital of the company is $10,000. 
Powell C. Groner, a representative of 
the J. K. Newman interests, which are 
active in the reorganization of the Kan- 
sas City Railways, owns 996 shares of 
the 1,000 which have been subscribed, 
it is said. 

On the same day the application was 
filed Mayor Beach was sounded in be- 
half of the company on the adminis- 
tration’s attitude toward urban bus 
line service. The Mayor would not 
discuss the proposition and would not 
give his views on a franchise for the 
proposed bus line, as he was not 
familiar with the street railway’s re- 
organization plans, being newly elected 
to his present office. 

Until a reorganization of the rail- 
way can be effected the bus service 
will probably not be started in con- 
junction with the operation of the rail- 
way system. An extensive survey of 
the bus for use by downtown shoppers 
has been conducted by the Business 
District League, which is convinced 
that Kansas City cannot afford to lag 
in this traffic development. One def- 
inite offer to install a fleet of buses 
already has been received. 

The City Commissioners have de- 
signated A. H.-Strickland, one of their 
number, and H. J-Smith, city attorney, 
to draw up an ordinance to regulate the 
bus lines and to make bus operation 
legal. Harry J. Kaelin, park commis- 
sioner, and Commissioner L. H. Chap- 
man are in favor of the bus lines and 
Mayor Gordon has voted for the ap- 
pointment of the committee. to. frame 
the bill. , On 
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Additional Comforts of Interur- 
ban in Ohio Attract Patronage 


Seat covers have been introduced by 
the Northern Ohio Traction & Light 
Company on cars in its Akron-Cleve- 
Jand interurban service to promote 
travel between the two cities. Figures 
indicate there has been approximately 
a 10 per cent increase since June 4, 
when this particular service was 
started. In addition to this, the cars 
were repainted inside and out. 

Attention was called to the new serv- 
ice by newspaper advertising and by 
ecards in the street cars. These cards 
displayed a picture of the interior of 
one of the cars with a solid blue back- 
ground and lettering of white saying, 
“A Pullman Service for You—Clean 
Seat Covers and Clean Cars Daily. 
Please Do Your Part by Co-operating 
to Keep Them Clean. The N. 0. T. & 
Hes «Co. 

Folders were circulated calling at- 
tention to the covers for the seats and 
the cleanliness of the cars. 

Another folder issued was intended 
for the trainmen. It pointed out the 
necessity for courtesy, declaring that 
the increase in business secured by the 
added feature could easily be driven 
away by one discourteous act on the 
part of a trainman. 


New Bus Lines for Boston 


The City Councils of Cambridge and 
Somerville have recently passed enabl- 
ing ordinances whereby the Boston 
Elevated Railway will start three new 
bus lines connecting these cities with 
Boston. In addition, the Cambridge 
Council on July 1 authorized three 
new bus lines within Cambridge. to be 
operated by the Boston “L.” One of 
these will take the place of a rail line 
on which one-man cars are operated, 
and for which the bus service will be 
- substituted rather than to replace the 
track. The other two lines will be in 
the nature of additional service, in- 
creasing the usefulness of the Boston 
“TL,” transportation system. About 
twenty buses will be required for these 
new lines and further expansion of the 
Boston “L” bus operation is coming 
very rapidly. The company also has 
applications pending for bus _ lines 
which will extend the rail service be- 
yond Malden. This means the carry- 
ing out of the transportation plan at 
the Malden Center as announced by 
the company about a week ago. 


Messrs. Delaney; Ryan and 
De Ford on New York City Board 


Mayor Hylan of New York com- 
pleted the selection of the personnel of 
the new Board of Transportation ‘on 
July 1 when he named as its third mem- 
ber William A. De Ford. The three 
members of the new board are: 

John H. Delaney, until recently Com- 
missioner of Docks, who was_ the 
Transit Construction Commissioner an- 
tedating the present Transit Commis- 
sion. He is regarded as an expert in 
transit matters and has been Mayor 
Hylan’s chief adviser on subways. 

Daniel: L.. Ryan, who was Deputy 
Commissioner under Transit Commis- 
sioner Delaney. He is secretary of 


Tammany Hall; a position which it is 
expected he will relinquish. 

William A. De Ford, who has been 
personal counsel to William Randolph 
Hearst and general counsel to Mr. 
Hearst’s organization since Oct. 1, 
1915. He was also special counsel rep- 
resenting the Mayor at the hearing 
held by the State Transit Commission. 

Commissioner Delaney will be the 
chairman of the new department for a 
term of six years. Commissioner 
Ryan’s appointment is for four years 
and Mr. De Ford’s for two years. The 
Board of Transportation will plan and 
construct all new city subways. The 
salaries of the new commissioners have 
been fixed at $15,000 each. 


Ten-Cent Fare: Authorized 
in Westchester 


Holding that the present fares are 
not carrying the necessary provision 
for the upkeep of the properties and 
other operating charges, the Pub- 
lic Service Commission approved on 
June 26 a fare of 10 cents on the 


Tarrytown, Silver Lake Park and 
Searsdale lines of the Westchester 
Street Railroad. Action on the pro- 


city of 
in the 


posed increase within the 
White Plains and the zones 
Mamaroneck Avenue. line was. de- 
ferred until further order. The in- 
creased fares are effective to Dec. 1, 
1924, 

The decision of the commission 
was made on the petition of Leverett 
S. Miller as receiver of the road. With 
his application there was filed an 
order of the Supreme Court of West- 
chester County, directing the receiver 
to stop service on portions of the lines 
and to apply to the commission for an 
increase in fare on other lines or 
portion of lines. 

Revenue passengers carried in the 
five month period in 1923 numbered 
1,517,752 and in 1924, 1,303,999. A 
falling off of nearly 10 per cent in the 
Tarrytown and Scarsdale lines and 
about 5 per cent on the other lines in 
passengers carried in the same period 
by lines operated in the two years is 
shown by the evidence. 


What the Motorist’s Outgo Could 
Do for the Beaver Valley 


Human nature as embodied in an 
automobile owner rather resents the 
suggestion that he is unduly extrava- 
gant in the use of his pet. But there 
are more ways of giving that hint than 
the cut direct. This has been cleverly 


proved by C. D. Smith, manager ’ 


Beaver Valley Traction Company, who 
instead of stating that automobilists 
are liable to go broke, takes the oppo- 
site tack, in his advertising, of appar- 
ently assuming them to be a bunch of 
Croesuses whose mere riding expendi- 
ture would carry everybody free via 
trolley, make 300 pairs of honeymoon- 
ers still happier and pave 48 miles of 
streets to boot. A typical ad follows: 


If the 7,500 automobile owners in Beaver 
County will pay to us annually a sum 
equal to the cost of operating their automo- 
biles we could transport them and all our 
patrons free of charge and build, completely 
furnish and donate to each of 300 couples an 
$8,000 home, or pave 48 miles of streets in 
the towns. 


New Fare in Effect on 
Queens Line 


The New York & Queens County 
Railway, Long Island City, began col- 
lecting a 6-cent fare at midnight on 
June 29. Large placards announcing 
the new fare were carried on all the 
cars of the company. So that there 
might be no delay for the passengers, 
the receiver for the lines had collectors 
at important transfer points to make 
change for the passengers while they 
were waiting for cars. The company 
officials said no objections to paying 
the extra cent fare has been reported 
by conductors. 

Corporation Counsel Nicholson an- 
nounced on June 30 that, in compliance 
with Mayor Hylan’s instructions, he 
was preparing papers for injunction 
proceedings to restrain the company 
from collecting the additional fare. 

Officials of the company said that 
they believed the company was $350 
richer as the result of the operation for 
the first day of the 6-cent fare, which 
the New York Transit Company ordered 
it to put into effect. 


Electrification of Texas Steam 
Line Progressing 


Work is progressing rapidly on the 
electrification of the Missouri-Kansas- 
Texas railway from Dallas, Tex., to 
Denton, Tex., a distance of 48 miles. 
Richard Meriwether, vice-president and 
general manager of the Texas Inter- 
urban Company, which is carrying out 
the electrification project, has an- 
nounced that service over the line will 
probably be started by Oct. 1. 

Work of setting poles and stringing 
the trolley wire is going forward 
rapidly, crews working out of both 
Dallas and Denton. About on-half the 
line has been completed, with reference 
to the stringing of the trolley wire. 
Work of repairing the track and put- 
ting it in condition for fast interurban 
service is also going forward. 

The three substations that are to be 
established are nearing completion, and 
electrical equipment will be installed 
in the building soon. These stations 
will be near Carrollton, near Lewis- 
ville and near Denton. Each will be 
altomatic. 

Orders have been placed for cars to 
be delivered prior to October 1, Mr. 
Meriwether said. Cars are of the type 
now in use on the Dallas-Terrell inter- 
urban, described recently in the ELxc- 
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South New Orleans Property 
Destroyed by Lightning 


The shops of the South New Orleans 
Light & Traction Company, Algiers, 
La., were struck by a bolt of lightning 
June 27, during an electrical storm, 
and was completely destroyed by fire 
which followed. 

The officials of the company declined 
on June 29 to attempt to appraise 
the measure of damages sustained by 
the company, though it was said that 
the reported losses were greatly over- 
estimated. The company will, it stated, 
rebuild anew, but this was as much in- 
formation as the company was pre- 
pared to give out at this time. 
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Maryland Line Granted 
Fare Increase 


An increase of 20 per cent in all one- 
way and round-trip tickets has been 
granted the Washington, Baltimore & 
Annapolis Electric Railway by the 
Maryland Public Service Commission. 
The decision was handed down on 
June 30 and the new rates became ef- 
fective July 1, to remain until July 
1, 1926, unless modified or abrogated 
by the commission. In granting the 
company’s petition for the increase on 
straight fares, the commission denied 
the request for a 10 per cent increase 
in commutation fares. 

The increase granted is expected to 
add approximately $313,200 to the 
annual revenue of the company, the 
commission said. During 1923 the com- 
pany increased wages of shopmen and 
trainmen a total of about $194,000. 

The commission said that it believed 
it inadvisable to raise commutation 
rates at this time or to do anything 
which would tend to discourage the 
rapid development of the country along 
the lines of the road. 


Boston “L” Officials Inspect 
Property 


Officers and heads of departments of 
the Boston Elevated Railway, under 
the guidance of Edward Dana, general 
manager, made their annual inspection 
of the property on June 12. The pur- 
pose of this was to acquaint the staff 
with recent developments. 

The party started from the com- 
pany’s new offices at 31 St. James Ave- 
nue and visited in turn the South 
Boston power station, the Andrews 
Square substation and the Lotus Place 
carhouse, stopping en route to call 
upon superintendent of inspection 
Clarence E. Learned, who has been 
seriously ill. Next the party covered 
the new Roxbury bus route, and after 
stopping for lunch at the Engineers’ 
Club, examined the work on the East 
Boston tunnel, which had recently been 
changed from surface line to rapid- 
transit operation. The new _ school 
rooms at Sullivan Square and the ex- 
tensive Everett shops were visited, and 
finally the George Street yard with its 
new fireproof storehouse. 


Rights of Commission Upheld 
in New York Fare Case 


The Legislature of New York has the 
power to change rates even though 
they were established as a condition 
for the consents given to franchises, 
and to exercise that power through the 
agency of the Public Service Commis- 
sion. This is the substance of the 
opinion of the Appellate Division just 
handed down in the case of the village 
of Brownville against the Public Serv- 
ice Commission and the Black River 
Traction Company of Watertown. The 
decision was a result of a review by 
certiorari of the action of the commis- 
sion in permitting the traction com- 
pany to eliminate a 15-cent rate for 
round trip tickets between Watertown 
and Brownville and substitute a rate 
of 20 cents. The opinion confirms the 
determination of the commission in the 


matter, with costs and disbursements. 

The court speaking through Justice 
Harold J. Hinman, said among other 
thing's: 

The present determination of the Public 
Service Commission was made during the 
period in which the Legislature had con- 
ferred upon the Public Service Commission 
the power to regulate such rates of fare 
notwithstanding any “franchise condition, 
consent or other agreement.” 

The petitioner contends that the amend- 
ments of 1921 are unconstitutional, and 
further that the new rates are unjust and 
unreasonable. The Public Service Commis- 
sion has determined that this increase of 
rates was just and reasonable, and we 
see no reason for disturbing that de- 
termination. 

We are also satisfied that the Legisla- 
ture has the power to change rates even 
though they were established as a condi- 
tion for the consents given under the con- 
stitutional provision in question. . . .In 
the case of People ex. rel. Village of 
Mamaroneck vs. Public Service Commis- 
sion, we expressed the opinion that the 
Legislature had the authority to delegate 
this power to the Public Service Commis- 
sion, but that the Legislature had revoked 
that power by the repeal of the statute 
conferring it and that the Public Service 
Commission should be prohibited in that 
case from exercising such delegated au- 
thority after the revocation of its authority. 
That situation is not involved here, but the 
Public Service Commission has made its 
determination in this case during the 
period during which it had the express au- 
thority to act under Section 49 of the 
Public Service Commission Law as amended 
by the laws of 1921 . we think the 
determination of the Public Service Com- 
mission should be confirmed. 


Electrics Join with Trucking 
Company 


The Buffalo & Lake Erie Traction 
Company, Erie, Pa., has filed a joint 
freight tariff with the Interstate Com- 
merce Commission, the New York Pub- 
lic Service Commission and the Penn- 
sylvania Public Service Commission for 
handling freight in conjunction with 
the E. H. Scott Transportation Com- 
pany, a large trucking company operat- 
ing from Buffalo to Cleveland and 
points West. 

In making this arrangement the 
trucking company has agreed to with- 
draw from the territory served by the 
Buffalo & Lake Erie Traction Company 
between Buffalo and Erie and devote 
its energies to points West. Under the 
new agreement the trucking, company 
will no longer be a competitor of the 
railway, but the railway adds to the 
territory it can serve. It is expected 
that a lucrative business can be se- 
cured through this connection. 

The Scott Transportation Company 
operates a fleet of about 50 trucks and 
trailers of large capacity. It has just 
received a certificate of public con- 
venience from the Pennsylvania Com- 
mission. 

The new connection will also enlarge 
the territory served by the electric fast 
freight lines, which association includes 
the following: 


Auburn & Syracuse Hlectric Railroad. 

Empire State Railway Corporation. 

New York State Railways. : 

Northwestern Hlectric Service Company. 

Rochester & Syracuse Railroad. 

Rochester, Lockport & Buffalo Railroad. 

Jamestown, Westfield & Northwestern 
Railroad. 

Chautauqua Traction Company. 

Buffalo & Lake Erie Traction Company. 


Moreover, the new arrangement fills 
the gap in the route between Cleveland 
and Erie which was caused by the dis- 


continuance of the Cleveland & Erie 


Railway, an electric railway which 
ran west from Erie. . 


$25,000,000 New York Bus Bill 
Put Over to Fall 


Mayor Hylan of New York, at a 
meeting of the committee of the whole 
of the Board of Estimate and Appor- 
tionment on June 9, declared that he 
was working on what he hoped would 
be a solution of the bus problem in New 
York City. The Mayor intimated that 
he had a plan which he thought would 
eventually obtain authorization from 
the Legislature for the appropriation 
of $25,000,000 wherewith to purchase 
and operate a fleet of 3,500 buses. 
This prediction followed discussion on 
the proper disposition of an old resolu- 
tion calling for such an appropriation. 

In conformity with the Mayor’s 
wish, the committee of the whole also 
laid over until September a total of 
twenty-three resolutions which dealt 
with bus franchise matters. 


Investment and Advertising 
Books Coming: 


Thomas Conway, Jr., president of the 
Chicago, Aurora & Elgin Railroad, 
Aurora, Ill., reports to the Investment 
Bankers’ Association of America that 
satisfactory progress is being made in 
preparing the book on public utility in- 
vestments, upon which he is at work. 
The time limit fixed for the completion 
of the work is the beginning of the fall 
academic term. Mr. Conway says he 
has every reason to believe that the 
volume will. be completed within the 
time limit specified. With respect to 
the book on investment advertising, 
E. Paul Young, manager of the invest- 
ment department of the Illinois Power 
& Light Corporation, Chicago, says that 
his activities in connection with the 
book for the past few months have been 
devoted mostly to the collection of in- 
formation and illustrations to demon- 
strate the principles explained. 


Increase in Fare in Effect 
in Des Moines 


Des Moines went back to the 8-cent 
fare on June 29. F. C. Chambers, 
president of the Des Moines City Rail- 
way, recently notified the City Council 
of an intended increase in fare to 8 
cents as required by the franchise 
agreement. ; 

The auditor’s report for the month 
of May showed an operating deficit of 
$29,852. This reduced the stabilizing 
fund to $75,174, or practically $25,000 
below the figure necessary to continue 
the 7-cent fare. 

Under schedule B, which becomes 
operative again for the first time since 
Dec. 27, 1923, when the present 7-cent 
fare took effect, the fare is 8 cents, 
with ten tickets selling for 75 cents. 
The next relief measure provided by 
the franchise, which will be to abolish 
the ten-ticket sale after another thirty 
days. 

Figures presented by President Cham- 
bers showed that the number of revenue 
passengers carried in May was 2,577,- 
124, a decrease of 98,410 from May, 
1923. At the same time wages of the 
trainmen advanced $10,666, and operat- 
ing revenue dropped from $207,489 a- 
year ago to $177,599. 
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Philosophy Behind Richmond 
Publicity Discussed 


“frank Publicity for a Public Utility” 
was the topic of an address which A. 
H. Herrmann, assistant to the president 
of the Virginia Railway & Power Com- 
pany, delivered June 24 at the Rich- 
mond, Va., Advertising Club meeting. 
In concluding his address Mr. Herr- 
mann said: 


Unlike some utility companies, we do not 
have what is known as a public relations 
department. Every department in our 
company is made responsible for maintain- 
ing cordial relations with the public and 
gaining good will for Virginia Railway & 
Power Company service, particularly with 
the part of the public with which that 
department is coming in contact. To the 
end of educating employees our company 
issues to them a little bulletin entitled: 
“Man to Man Talks.” Some of these mes- 
sages are signed by the president of the 
company, and others by the general man- 
ager, and they are followed up _ by sug- 
gestions from superintendents and depart- 
ment heads, who discuss them with the 
men, 

We encourage a speaking, or at least a 
writing acquaintance, with our _ riders 
through a little leaflet “Public Service 
News,” which we place on all of the cars. 
We get many letters from the public, some 
of them lauding service and some making 
Suggestions concerning it. We get lots of 
communications through this leaflet and 
these letters from the public encourage the 
men. We consider them very valuable. 

Our Car Bulletin is another medium 
adopted -by the company to bring to the 
attention of the public matters of interest 
to them. Newspaper space is, of course, 
the most far-reaching medium to be had 
and our company is not unmindful of its 
great value. Of late we have been using 
the newspapers to inform our patrons of 
extensions of service that our company 
rere in connection with its new fran- 
chise. 

Practically all our ads are captioned 

“At Your Service.” We believe this carries 
the spirit which marks our effort to serve 
the public. ie ‘ 
_ The State of Virginia has been dilatory 
in providing proper protection for invested 
capital, particularly investment in trans- 
portation, and until there is a change for 
the better or until Virginia municipalities 
recognize the situation and take some steps 
to correct present injustices, public utilities 
must confine their efforts to protecting the 
capital that already is invested, rather than 
attempt to reach out for more. You can 
confiscate capital already invested, but you 
cannot force new capital to invest. 


The company, through Mr. Herrmann, 
relates in a twenty-two-page pamphlet 
what public good will really is and 


, what are the main elements in the mak- 


ing of good public relations in Virginia. 
To this company the only sound basis 
for good public relations lies in good 
service plus frank publicity and per- 
sonal contact. In summarizing the 
situation the pamphlet says that the 
maintenance of good public relations 
rests on three legs—the regulatory 


‘ body, the investor and the company, 


including all of its employees. 


California Commission Denies 
Request to Abandon 
Part of Line 


The California Railroad Commission 
recently denied the Pacific Electric 
Railway, Los Angeles, Cal., permission 
to abandon a portion of its service on 
the Santa Monica Air Line from Santa 
Moniea along the ocean front to the 
terminus of the line at Santa Monica 
Canyon. Some time ago the commis- 
sion held a hearing in Los Angeles and 
the company presented much evidence 
showing that the operating costs of the 
line were in excess of the revenue. 
At a rehearing on Jan. 2, 1924, con- 
siderable testimony was introduced to 


show a possible future necessity to the 
territory northwesterly from the ter- 
minus of the line. 

The commission ruled that the future 
development of the territory served by 
the line would require rail transporta- 
tion and that for the present the line 
should not be removed. The commis- 
sion recognized the loss connected with 
the operation of the line and agreed to 
allow the railroad, to put into effect a 
supplementary proposal for the opera- 
tion of only a portion of the line. The 
commission’s order allows the railway 
hereafter to operate hourly service over 
the route. 


Plainfield Buses Authorized.—Substi- 
tution of buses for electric cars on 
three routes in Plainfield, N. J., has 
been authorized by the Board of Public 
Utility Commissioners of New Jersey 
in two decisions disposing of an appli- 
cation by the Public Service Railway 
for permission to abandon its lines and 
the Public Service Transportation Com- 
pany for approval of an agreement 
with the city of Plainfield for operation 
of motor buses. As noted previously 
in the ELECTRIC RAILWAY JOURNAL all 
railway lines of the company in Plain- 
field are to be abandoned except the 
Union Line, which runs through Bound 
Brook, Elizabeth and to Newark. 


Men Awarded Increase.—According 
to a decision of the board of arbitra- 
tion, employees of the Manchester & 
Derry Street Railway, and the Man- 
chester & Nashua Street Railway, 
Manchester, N. H., were awarded an 
increase of 5 cents an hour for oper- 
ators of two-man cars. An additional 
7 cents an hour was granted to oper- 
ators of one-man: cars. Both prop- 
erties are owned by the Manchester 
Traction, Light & Power Company. 


Seven-Cent Rate Asked in Ogden.— 
The Utah Rapid Transit Company has 
petitioned the Utilities Commission for 
permission to raise fares from 5 cents 
to 7 cents within city limits of Ogden. 
The company proposes to sell fifteen 
tickets for a dollar and to raise 
students’ commutation tickets from $1 
for forty tickets to $1.40. Current 
revenues are declared insufficient to 
cover operating costs and maintain sat- 
isfactory service. The petition, also 
says the railway has never paid divi- 
dends on its capital stock, is in arrears 
on bonded debt interest and in the next 
year will be required to set aside a 
sinking fund to apply on the mortgage. 


Men Seek Wage Advance.—Em- 
ployees of the Berkshire Street Rail- 
way, Pittsfield, Mass., are seeking an 
increase in wages. Conferences be- 
tween the management and the com- 
mittee have not resulted in any deci- 
sion. Trainmen on two-men cars now 
get a maximum of 50 cents an hour and 
on one-man cars 662 cents an hour. 


New Extension Opened.—The Shreve- 
port Railways, Shreveport, La., began 
service on the Jewella extension on 
June 26. Jewella is an industrial 
suburb of Shreveport and it is the com- 
pany’s belief that the expenditure in- 
volved in making the extension has been 
made for Shreveport’s future. The ex- 
tension which begins at the end of the 
Fair Grounds and runs through Jewella 


to the city limits is 3,400 ft. long. The 
opening was extensively advertised and 
was attended with much celebrating 
and speech making. 


Wage Scale Continued.—The present 
wage scales of the Brooklyn-Manhattan 
Transit Company, Brooklyn, N. Y., will 
be continued for another year, accord- 
ing to a recent decision of the board of 
directors. It conforms with the recom- 
mendations of President William S. 
Menden, which followed conferences 
between Mr. Menden and committees of 
the employees. The wage scales are 
effective Aug. 1 and apply to all motor- 
men and conductors on the surface lines 
and to all trainmen on the subway and 
elevated lines. The directors also 
authorized the officers of the company 
to agree with other groups of employ- 
ees on continuance of present wage 
scales. 


New’ Bus Line Started——The New 
Orleans Public Service, Inc., has started 
a new cross city bus line, along Carrol- 
ton Avenue from Tulane Avenue to the 
city park. Two single deck buses have 
been placed in service, but three more 
will be added as the exigencies demand. 
The fare will be 7 cents, the same as 
obtains on the railway lines, to which 
transfers will be issued. The New 
Orleans Public Service, Inc., also has in 
contemplation the installation of a new 
bus service along Frenchmen Street. 


Further Arbitration Hearings to Be 
Held.—Another series of arbitration 
hearings will be held to determine what 
the wages and working conditions are 
to be on the Boston Elevated Railway 
system, Boston, Mass. Officials of the 
company and of the carmen’s union 
have been unable to reach any agree- 
ment, except to agree to arbitrate. 
James H. Vahey has been selected as 
the representative of the union, and 
Charles F. Mulcahy ‘will represent the 
company. They will select the third 
member of the arbitration board, and 
he will serve as the chairman. It is 
understood that the union is preparing 
fourteen points to submit to the board 
for its consideration. 


Operation Resumed in Atlantic City. 
—The strike of the platform men on the 
Atlantic City & Shore Railroad, At- 
lantiec City, N. J., has ended in favor 
of the company, according to a check- 
up made. The traction company has 
resumed operation with new employees. 
Many of the older employees are apply- 
ing for their jobs, but are being treated 
as new applicants by the management, 
which charges they went out on strike 
in the face of a warning that loss of 
seniority would be the penalty. Some 
of the strikers had been with the lines 
for many years and were eligible soon 
for pensions. 


Wages Will Be the Same.—Motor- 
men and conductors of the Cincinnati, 
Newport & Covington Railway, Cov- 
ington, Ky., will receive the same 
wages during the next two years as 
this year. This was announced on June 
28, after the men had voted favorably 
on a proposal submitted by the com- 
pany. The wage scale is as follows: 
First three months, 48 cents an hour; 
second nine months, 51 cents and after 
one year service, 53 cents. The con- 
tract becomes effective Aug. 6. 
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Group Insurance Plan Started.—In 
recognition and appreciation of loyal 
co-operation rendered by its employees 
in helping build and improve its city 
and interurban transportation services 
to the public, the Rockford & Inter- 
urban Railway, Rockford, Ill., has 
started a group insurance plan re- 
troactive to June 1. All employees in 
the service one year or more will re- 
ceive policies at no charge to them- 
selves. Those in service for one year 
and less than two receive $500 policies. 
An additional $100 is added for each 
year of service up to eleven years or 
more, where the sum is fixed at $1,500. 


Detroit United Contract Renewed.— 
The employees of the Detroit United 
Railway through their union have re- 
newed last year’s wage and working 
agreement of 61 cents an hour for be- 
ginners, 64 cents after three months 
and 66 cents after one year, with 5 
cents an hour extra for operators of 
one-man cars. 


Application Denied.—The California 
Railroad Commission has denied the 
application of Peerless Stages, Inc., for 
a certificate to operate auto stages 
between points in the cities of Oakland 
and Alameda on three routes, all 
originating and terminating at the 
present depot of applicant at Eleventh 
and Clay Streets in Oakland. The 
action of the commission was condi- 
tioned, however, upon the establish- 
ment within sixty days of the commis- 
sion’s order of fifteen minute bus 
service by the Key System Transit 
Company, in the east and the west ends 
of the city of Alameda as proposed by 
that company. ; 


Will Operate Two Days. — The 
Gardner & Templeton Street Railway, 
Gardner, Mass., will operate on Tues- 
days and Saturdays on the stretch 
between West Gardner Square and 
Greenwood’s factory in South Gardner, 
according to an announcement of 
Charles Melhado, president and general 
manager. Operations were discontinued 
on June 14 owing to competition from 
jitney lines. Tuesdays and Saturdays 
are the shopping days in Gardner and it 
is believed that sufficient patronage will 
be secured to make the running of 
cars a paying proposition. This prop- 
erty was formerly under the manage- 
ment of the Northern Massachusetts 
Street Railway, whose joint lines were 
uieppeed of in a receiver’s sale on 
Jan. 1. 


New Rate Filed.—The Citizens’ Trac- 
tion Company has filed notice of a new 
tariff on its city lines in Oil City and 
Franklin, Pa., effective August 4. 
The new fare will be 10 cents. Two 
metal tokens will be sold for 15 cents 
and a weekly pass, good on all cars in 
either city, will retail at $1.25. 


Fifteen for $1 Discontinued.—The 
sale of car tickets at fifteen for $1 and 
seven for 50 cents will be stopped in 
Davenport, according to Tri-City Street 
Railway officials, who notified Mayor 
Louis Roddewig of the action. A 
straight fare of 10 cents or three 
tickets for 25 cents, will be put in effect 
from July 1 to November 1. If it is 
shown after Nov. 1, that the company 
can no longer operate without a 
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monthly deficit, the fares will be 
changed permanently to 10 cents each. 
This action taken by the street car offi- 
cials is in accordance with an ordi- 
nance adopted by the former City 
Council of Davenport and the Tri-City 
Railway on Dec. 19, last. 


Railway Wins Damage Suit. — The 
Phoenix Railway, Phoenix Ariz., won 
a verdict recently against Mrs. Iva 
Carroll, who sought damages of $50,000 
for personal injuries. She charged that 
the car started with a jerk as she was 
alighting and threw her to the pave- 
ment. The conductor in charge tes- 
tified that she had stepped on a particle 
of loose mud, slipped and fell. 


Bus Permits Stand.— The Public 
Service Commission has denied the re- 
quest of the Poughkeepsie & Wap- 
pingers Falls Railway, Poughkeepsie, 
N. Y., for a rehearing in the matter of 
the petition of Benjamin W. Pizzuto, 
Jr., and Dennis J. Haggerty for per- 
mission to operate bus lines in Pough- 
keepsie to Seneca and Hopewell Junc- 
tion, respectively. The commission on 
May 29 granted these men certificates 
of public convenience for the operation 
of bus lines over routes requested. The 
certificates provide that neither bus 
line shall carry passengers in either 
direction between the bus terminal in 
Poughkeepsie and the intersection of 
East Main Street in Wappingers Falls. 
The railway sought to restrain either 
from carrying passengers from any 
point. to Wappingers Falls, 


Subway Section Opened in New York. 
—The completed section of the Four- 
teenth Street-Eastern District subway, 
extending from Fourteenth Street and 
Sixth Avenue, Manhattan, to Montrose 
and Bushwick Avenues, through the 
Williamsburg quarter of~ Brooklyn, 
was successfully opened to public traffic 
on June 30. 


Complete Guide Book Issued.—A 
complete guide and information book of 
Boston and its environs has been issued 
by the Boston Elevated Railway, Bos- 
ton, Mass. In addition to pictures and 
maps, an alphabetical and classified list 
is included of local communities, build- 
ings, parks and other notable places of 
Greater Boston, with brief directions 
for reaching them for a single fare on 
the cars of the Boston “L.” 


Special Twenty-five Cent Rate Draws 
Crowds.—More than 3,000 tickets 
were sold in one day recently when the 
Indianapolis & Cincinnati Traction 
Company, Indianapolis, Ind., by permis- 
sion of the Public Service Commission 
instituted a special 25-cent rate be- 
tween any two stations and good for 
any car during the day. The rate was 
made in order that patrons. could have 
an opportunity of riding on the new 
cars purchased by the company and in- 
specting other new equipment. 


Store Utilizes Cars for Event.—On 
the occasion of the opening of the 
fourteenth annual buyers and managers’ 
sale at Goldsmith’s department store at 
Memphis, Tenn., it was announced that 
chartered special cars of the Memphis 
Street Railway would bring patrons to 
the store gratis on opening day. Last 


year the same plan was tried and found - 


to work well. 
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Jitney Operation in Dover Refused. 
—The applications of Arthur Seldney 
and Michael Kelly for permission to 
operate jitneys through Dover, N. J., 
were not approved by the license com- 
mittee, on the ground that the granting 
of these licenses would only lead the 
town into controversial difficulties. In 
the refusal it was pointed out that 
some months ago checks submitted by 
these applicants had been permitted to 
go to protest; that the jitney operators. 
in conference over the interpolation of 
the traction company schedule did not 
appear to have changed their tactics. 
The report stated that in the event con- 
ditions warranted a reconsideration of 
the applications at a later date the com- 
mittee would be glad to review the 
subject again. 

Franchise Deadlock in Rockford.— 
Members of the City Council of Rock- 
ford, Ill., recently refused “to kill” the 
twenty-year franchise application of 
the Rockford Traction Company which 
has been pending before the aldermen 
since January. Mayor Hallstrom and 
his supporters want the railway to — 
submit an application for a ten-year 
franchise in conformance with recom- 
mendations of the Council’s special 
transportation committee. It is the 
contention of the company that it will 
be unable to make the promised exten- 
sions unless a franchise is obtained for 
twenty years as it would be unable to 
borrow money for betterments on a 
franchise of shorter length. 

Stage Service Sanctioned.—_San Fran- 
cisco-Sacramento Railroad has been au- 
thorized to operate an auto stage line 
for the transportation of passengers 
between Walnut Creek and _ Diablo, 
Contra Costa County, serving the inter- 
mediate points of Alamo and Danville. 
This service is established as a substi- 
tute for the electric railway service on 
the San Ramon branch of the railroad, 
which the commission recently author- 
ized the company to abandon. This 
abandonment was referred to previously 
in ELEctTRIc RAILWAY JOURNAL. The 
same rates and schedules will be main- 
tained by the buses as formerly ap-_ 
plied to the electric railway. 

Additional Bus Authorized. — The 
Public Service Transportation Company 
a subsidiary of the Public Service Rail- 
way, Newark, N. J., has been author- 
ized to operate an additional bus on 
the Cramer Hill route in Camden. Re- 
cently the Board of Public Utility Com- 
missioners of New Jersey granted per- 
mission to the Public Service Railway 
to abandon service on the North Cramer 
Hill line, Camden, N. J. The company 
has also been authorized to abandon 
service between Roselle Park and Kenil- 
worth, N. J. 

A Four Months’ Bus Experiment.— 
The East St. Louis & Suburban Rail- 
way has received permission from the 
Belleville, Ill., City Council to substi- 
tute buses for cars on the Oakland divi- 
sion of the Belleville city lines for a 
four months’ experiment. At the ex- 
piration of that time the city will deter- 
mine whether to continue the buses or 
restore the cars. The buses will con- 
nect with the St. Louis line at the Court 
House Square and other local lines of 
the company. The fare will. be the 
same as that charged on the @ars. 


‘the Grand Rapids 


Grand Rapids Does Better 


_ $58,000 Increase in Net Income in 1923 


—Prospects Ahead for Payments 
to Preferred Stockholders 


For the year ended Dec. 31, 1923, 
Railway, Grand 
Rapids, Mich., reports net income of 


_ $64,674. This compares with $6,583 for 


the previous year. The report was 
presented to the stockholders under 
date of June 19. The statement in 
which the results of operation for 1923 
and 1922 are compared is presented 
in the accompanying table. 

The improvement program carried 
out in 1923 was one of the most ex- 


- tensive ever undertaken by the com- 


pany. Total expenditures during the 
year were $346,129 of which $221,404 


was devoted to the reconstruction of 
railway track, paving, etc., and $124,725 
to the purchase of eight one-man safety 
cars, six buses and the remodeling of 
twenty-eight double-truck cars into a 
modern type equipped with standard 
safety-car devices so that they could 
be operated as one-man cars. 


STATEMENT OF INCOME AND EX- 
PENSES OF GRAND RAPIDS 
RAILWAY 


1923 1922 
Gross earnings: 
Passenger revenue. .$1,754,300 $1,813,246 
Revenue from _  spe- 


cial cars, etce...... 1,604 Laven 
Rent of equipment, 

TLACKS Eth Ts) sh - 54,979 43,223 
Non-operating rev- 
PPODUG epee ey euies diss 6,723 3,836 


QE cS SS Sean $1,817,606 $1,861,476 


Total 
Operating expenses and 
taxes: 
Operating expenses. $1,121,186 $1,215,521 
WAGs ieee catchers «2 135,963 132,404 
POtadne secrete oo is $1,257,149 $1,347,925 
Gross income available ‘ 
for fixed charges, de- 
preciation and divi- 
GONG elastase sue. $560,457 $513,551 
Interest on funded 
MGDUt Sets yates: «Feo .5's 222,000 223,000 
Other fixed charges... 102,087 107,837 
Depreciation. ss s...\4. 171,696 176,131 
Total interest, other 
fixed charges and 
depreciation ...... $495,783 $506,968 
INetsincomeiies.. ose iss $64,674 $6,583 
Ratio of operating ex- 
penses to gross earn- si f 
ots) Sh Be oeaaicy aoe eee 61.91% 65.29 % 
Ratio of operating ex- 
penses and taxes to E 
' gross earnings . 69.16% 72.41% 


L. J. Delamarter, vice-president and: 


general manager of the company, says 
the full effect of the improvement ex- 
penditures was not realized during the 
year just closed, but that the changes 
will bring about savings in maintenance 
of track and equipment in the future 
and will better the service rendered car 
riders. Mr. Delamarter says that serv- 
ice to the public has been further im- 
proved by other expenditures made and 
new policies adopted such as: 


1. Building! loading platforms 
gested districts. " snd 
2. Establishment of “Safety Zones.” 


in con- 
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3. Establishment of skip-stop operation 
on outbound cars during rush hours. 

4. Establishment of “Pay-as-you-leave” 
cars on outbound traffic. 

In addition, the experiment was tried 
of equipping a one-man double-truck 
car with the so-called “rear door con- 
trol.” The results obtained have been 
so satisfactory that the management 
is equipping other cars with this device. 

The payment of the bonded indebted- 
ness due June 1, 1924, was provided for 
through the sale of $3,200,000 of first 
mortgage 7 per cent sinking fund gold 
bonds due May 1, 1939, and $700,000 of 
twenty-year 7 per cent gold debenture 
bonds due May 1, 1944. Mr. Dela- 
marter says that the financial position 
of the stockholders has been materially 
bettered as a result of this financing 
and with improvement in earnings, the 
directors will be enabled to work out 
a plan which will result in some dis- 
tribution of income to the preferred 
stockholders. Just when this will take 
place, however, it is not possible to say 
definitely at present. The preferred 
stock is a 5 per cent. cumulative issue. 
The amount outstanding is $2,000,000. 
Dividends are in arrears since Noy 1, 
1918. 

A review of the business conditions 
in Grand Rapids during the year 1923 
shows a continued improvement in 
all lines. 


Bus Merger Terms Announced 


_ Details were announced on July 2 of 
the unification under a common man- 
agement and control of the two largest 
motor bus operations in the United 
States. Under the proposed plan bus 
operation in New York and Chicago, so 
far as it is privately operated, will be 
put in the hands of a single organiza- 
tion. The controlling corporation will 
be known as the Omnibus Corporation. 
Provision will be made in its financial 
structure for future expansions of its 
field in other large cities of the United 
States and Canada. 

In this deal the following companies 
are concerned: Fifth Avenue Bus Se- 
curities Corporation, New York Trans- 
portation Company, which owns the 
Fifth Avenue Coach Company, and the 
Chicago Motor Coach Corporation, 
which controls the Chicago Motor 
Coach Company and has a minority 
interest in the St. Louis Motor Coach 
Corporation, controlling the Peoples 
Motorbus Company, St. Louis. 

An interesting feature of the unifica- 
tion plan is the intention declared on 
behalf of the new company by John A. 
Ritchie, president of the Chicago Motor 
Coach Company, and emphasized in the 
text of the plan of unification, to co- 
operate wherever possible with exist- 
ing street railway lines and to supple- 
ment these and other transportation 
facilities. Illustrating this policy, the 
Chicago company now operates 335 
buses over 85 miles of streets and park- 
ways and by next September expects 
to operate 480 buses over 109 miles of 
routes, only 24 miles of which are on 


* lines. 
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streets occupied by surface railway 
The New York company oper- 
ates an average of 303 buses over ap- 
proximately 25 miles of the city’s main 
thoroughfare. The Chicago Corpora- 
tion at present owns also a minority in- 
terest in the St. Louis Motor Coach 
Company. Negotiations are pending 
for the sale of this company as an en- 
tirety, presumably to interests repre- 
senting the committee that is at work 
on the plans for the reorganization of 
the United Railways, St. Louis, the 
idea being to unify the operations of 
the two means of transport. 

John Hertz, chairman of the board 
of the Chicago Motor Coach Corpora- 
tion, and John A. Ritchie have agreed 
to serve as chairman of the board and 
president, respectively, of the Omnibus 
Corporation. 


$20,105,707 Value Fixed at Den- 
ver—7!, per Cent Return 


Special Master in Chancery Henry A. 
Dubbs on June 25 handed down his find- 
ings in the case of the city of Denver 
vs. the Denver Tramway. He holds the 
company is entitled to earn a net re- 
turn of 74 per cent. The city contended 
that the company was not entitled to 
earn more than 6 per cent net on its 
valuation. The value as placed by the 
special master is $20,105,707. The com- 
pany claimed a valuation of $33,000,000, 
while the city contended the valuation 
was only $12,000,000. With regard to 
the fare to be charged, the master’s 
report reads: 


I do not understand that it is for me to 
pass on the question as to what rates 
should be authorized during the receivership. 
That matter seems to me to be one for the 
court’s general direction of the receivership, 
having in mind not only the value of the 
property, but the general administration of 
the trust, the conditions and demands of 
operation, and the probabilities of revenue. 


Judge Dubbs fixed the valuation as 
per the following tabulation: 


SF GINEM CSE Cig 1 ioe weaneipliatavades! puters $ 1,042,695 
2 Track He ee Bes Cone FORnOn ee 4,896,176 
3. Bridges, ete.;,(@). 2.0.0. eee 25,711 

Bridses Cb) ckesiceeiteisien se 785.252 
40 (Paiwdm eS ahora ta lerssel ais ceke tere lesia's 1,273,044 
5. Dlectric distribution system 999,347 
6. Rolling Stock ..-.......... 3 951,283 
7. Power station equipment... 1,411,520 
8. Substation equipment ...... 249,412 
9. Shop equipment, etc. ...... 362,072 
LO AGS SUT erty ack ote takers aks 2,356,000 
11s HO UPIBIURO Ir CLCy ee resmlgiatatsehe s)< 144,918 
12. General stores ............ 425 000 
185 Working eapitaly Sac sie ss 200,000 
14, Franchise cost ......00+e¢. 100,000 
15. Engineering, etc., 5 per cent 
on foregoing, excluding 1, 
SB eal saan Low A elevteae eres 776,228 
16: Administration, , e6tci....<%. 02+ 500,000 
NZ MER AROS tie euctapielar 28h scotch tbe: oeer ae aes 275,000 
18. Interest: 3.75 per cent on 
foregoing. excluding 1, 3b, 
EDs ollgge BERS so dato eae 1,664,889 
19. Goines Valen ee hae atiat pinirs 1,500,000 
TES] yaa oie otk Stas ats tne cs Pe GODT 
Less depreciation—15 per cent 

on total, excluding land, gen- 

eral stores, working capital, 

franchise cost and going value. 2,832,840 

Present MValue Be raisiaresers =) oe $20,105,707 


It is contended that the present fare, 
8 cents, does not bring a return of 7% 
per cent on a $20,000,000 investment, 
and it is also added that there is such 
a thing as raising the “price” so high 
that the end sought may be defeated. 
On this account, it is not expected the 
company will seek to raise its fare be- 
yond 8 cents, with two tokens for 15 
cents. 
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Financial Writer Comments on 
Chicago Accomplishment 


In his department, “The Investor,” 
in the New York Evening Post for 
June 30, Paul Willard Garrett told the 
story of how Chicago, through a 
merger of all its rapid transit lines 
and a simplification of the capital struc- 
ture, is now restoring traction credit. 
In his introduction Mr. Garrett said: 

For a traction company to improve its 
credit to such a degree that preferred stock 
can be sold to customers, although notes of 
the holding company have been in default 
for five years, is something of an achieve- 
ment. It has been done in Chicago. 

The details of the story of how this 
has been accomplished are not new to 
readers of the ELmecTRic RAILWAY 
JOURNAL, but Mr. Garrett put them 
all together in his story in so readable 
a way that the article, particularly 
since it is syndicated, ought to help 
toward a better understanding on the 
part of the general investor of what 
has been accomplished in Chicago and 
of the prospects apparently ahead of 
the company operating the rapid transit 
lines there. : 

More than 5,000 shares of preferred 
stock of the Chicago Rapid Transit 
Company have been sold to customer- 
riders up to June 80. A total of 18,- 
326 shares were sold to employees 
prior to the time that the public was 
solicited to buy the securities. Under 
the original plan $1,000,000 of stock 
was set aside for the employees, but 
when the demand increased beyond the 
allotted amount, all restrictions were 
removed with the result that $1,332,600 
of stock was purchased. 


President Kurtz Frowns on 
Purchase Offer 


Charles L. Kurtz, president of the 
Columbus Railway, Power & Light 
Company, Columbus, Ohio, does not 
look very kindly upon the offer to the 
holders of the common stock of that 
company to dispose of their interest at 
$115 per share, made presumably in 
behalf of the Continental Gas & Elec- 
tric Corporation. The purchase offer 
was made on behalf of Cyrus S. Eaton 
of Otis & Company, Cleveland, chair- 
man of the Continental Gas & Electric 
Corporation. 

Mr. Kurtz characterizes the plan 
to buy the stock as a “payment plan 
which, fairly stated, is contingent upon 
their ability to meet payments.” Mr. 
Kurtz is reported to have said: 


Under foreign management the city had 
a breakdown in service, the stockholders 
had a cessation of dividends, and the prop- 
erty was allowed to deteriorate greatly. 
Home management has given the city serv- 
ice and the stockholders dividends, while 
the property has been thoroughly upbuilt. 
If the stock is worth more than $115 a 
share to capitalists or management cor- 
porations, it is worth more than $115 a 
share to present stockholders under home 
management, 


Mr. Kurtz declared that within a 
very short time seven attempts had 
been made by foreign interests to buy 
control of the company, and that the 
board of directors recently refused im- 
portant Eastern interests seeking con- 
trol the right to examine the books of 
the company. He said that the board 
at that time was convinced the best 
interests of the city and stockholders 
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would be served by a continuance of 
home ownership and home manage- 
ment. Mr. Kurtz said that he is the 
fourth largest personal holder of com- 
mon stock of the company, and that he 
will not accept $115 a share. He says 
that in making this statement he is 
prompted by the desire to give stock- 
holders the benefit of his own best 
judgment and to advise them of the 
action of the directors. 

Mr. Eaton is said to have declared 
that the amount of stock named should 
be inclusive of what may have been 
already acquired, the amount of which 
he did not fix. 


Fewer Passengers Being Carried 
in St. Louis 


The United Railways, St. Louis, suf- 
fered a decrease of $95,501 in gross 
receipts, in May compared with the 
corresponding month in 1923. Exclu- 
sive of the Missouri Electric Railway, 
which operatés between Wellston and 
St. Charles, the United Railways car- 
ried 24,388,642 passengers this year in 
May compared with 25,712,394 in May, 
1923. Passenger revenue was $1,680,506 
against $1,772,955 in May, 1923. It was 
the poorest May business since 1919. 

For the first five months of this year 
the revenue from pay passengers was 
$148,655 less than for the similar 
period in 1923. The totals are $8,611,- 
203 in 1924 and $8,462,548 this year. 

The May decrease is. attributed to 
unemployment, general business depres- 
sion, bad weather and bus competition. 
However, the buses took fewer passen- 
gers from the railway in May than in 
previous months, due to it being im- 
possible for bus riders to use the upper 
decks in bad weather. 

The drop in passengers carried oc- 
curred mainly on lines serving large 
employment centers. 


$6,300,000 of 7 per Cent Issue Offered 
at Par.—A syndicate including E. H. 
Rollins & Sons, Marshall Field, Glore, 
Ward & Company, H. M. Byllesby & 
Company, Inc., and Janney & Company, 
New York, offered for subscription on 
July 1 at 100 and accrued interest 
$6,300,000 of thirty-year 7 per cent 
sinking fund secured gold notes of the 
North American Light & Power Cor- 
poration. It is explained that the 
North American Light & Power Cor- 
poration, organized under the laws of 
Delaware, will control the Illinois 
Power & Light Corporation and the 
Missouri Power & Light Company, 
which serve a population of about 
1,250,000 in more than 350 municipali- 
ties in Illinois, Iowa, Missouri, Kansas, 
Ohio and Oklahoma. The North Ameri- 
can Light & Power Company will own 
all the common stock of the North 
American Light & Power Corporation. 
About three-quarters of the net earn- 
ings are derived from power and light. 
The railway properties consist of 540 
miles of trunk line 248 miles of track 
within city limits. 

Seeks to Abandon Line.—The Geneva, 
Seneca Falls & Auburn Railroad, 
Geneva, N. Y., has filed. an application 
with the Public Service Commission 
for permission to abandon its route on 
Pultney Street in Geneva. 
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Receivership Petition Filed——A peti- — 
tion for receivership has been filed in 


the Supreme Judicial Court of Massa- * 


chusetts against the Milford, Attleboro 
& Woonsocket Street Railway by 
Augustus G. Bullock and others, trus- 
tees of the New England Investment & 
Security Company. The petitioners 
allege that the road is in debt to the 
extent of $19,198 and that they hold 
$350,000 in stock and $56,000 in 5 per 
cent gold bonds of the company, as 
well as notes amounting to more than 
$40,000. The road is 30 miles long. It 
runs through Blackstone, Mendon, 
Hopedale, Milford, Franklin, Wren- 
tham and Plainville. 

Line Bought.—The Towson & Cock- 
eysville Electric Railway, Towson, 
Md., which operates a line with a stor- 
age battery between Towson and 
Timonium, Md., a distance of 3 
miles, and which has been abandoned, 
was bought by the Boston Iron & Metal 
Company of Baltimore, for $9,710. It 
is reported that it will probably be 
torn up and the material disposed of 
by the new owners. 

May Take Over Line.— The New 
Brunswick Power Company, St. John, 
N. B.,-may take over the Valley Rail- 
way, extending from Westfield to Cen- 
treville in New Brunswick, a distance 
of 150 miles, and change from a steam 
railroad to an electric railroad. Origi- 
nally this line was to have been an 
electric line. However, it was event-. 
ually converted into a steam railroad 
and handed over to the Canadian Na- 
tional Railways system for operation. 
The latter system has not been operat- 
ing the line successfully and is not 
anxious to continue. 

Decrease in Passengers Carried.— 
For the month of May, 1924, the City 
of Detroit Department of Street Rail- 
ways had a total revenue from trans- 
portation of $1,842,039 against $1,762,- 
166 in May, 1923. The total operating 
revenue which included the above men- 
tioned amounts was $1,887,077 and $1,- 
852,154 respectively. Total operating 
expenses differed slightly being $1,352,- 
793 in May of this year and $1,352,338 
in May a year ago. The net income 
showed a falling off from $73,115 in 
May, 1923 and $67,107 in May, 1924. 
Total passengers carried also showed a 
decrease. In May, 1923, the number 
totaled 43,391,267 and in May, 1924, the 
number of passengers carried was 39,- 
578,651. 


Montreal Tramways & Power Deal 
Pending.—Two sections of the board of 
directors of the Montreal Tramways & 
Power Company, Montreal, Que., are 
fighting for control of the company. 
One section, headed by Senator 
Webster, wants to pass the concern on 
to a new company named the United 
Securities, financially sponsored by the 
Montreal Power Consolidate and Shaw- 
inigan Water & Power. These interests 
already control, the Montreal Public 
Service, hitherto one of the Tramways 
& Power group. The section headed by 
President Beauvais is fighting for bet- 
ter terms. Shareholders are given until 
Aug. 1 to deposit their stock with the 
Montreal Trust Company. They are 
offered $15 of stock in United Secu- 
rities, half common and half preferred, 
the latter with a guaranteed 6 per cent 
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es 


dividend. Mr. Beauvais claims it is 


- worth $20 to $25 cash. The Montreal 


ramways & Power Company controls 
the Montreal Tramways through its 
ownership of slightly more than half 
the stock of that company. 


~ Middletown City Trolleys Abandoned. 
—The Fublic Service Commission has 
approved the petition of the Walkill 
Transit Company to abandon its entire 
route in the city of Middletown, N. Y. 
It was brought out that the city offi- 
cials had requested the abandonment in 
order to accommodate increasing 
vehicular traffic in the narrow streets. 
A few weeks ago the company was 


- granted a certificate for the operation 


of bus lines in the city of Middletown 
to replace the trolleys. The electric 
railway route between Middletown and 
Goshen will not be abandoned. Pas- 
sengers will be conveyed by bus to and 
from the city limits of Middletown 
where the electric car may be boarded. 


Preferred Stock Sale Authorized.— 
The Milwaukee Northern Railway, 
Cedarburg, Wis., has been granted per- 
mission by the Railroad Commission to 
sell a preferred stock issue of $200,000. 
The proceeds will be used to finance 
additions and extensions to the com- 
pany’s lines. 

Ceases Operation.—The Adrian Street 
Railway, Adrian, Mich., ceased opera- 
ting on June 28 through an agreement 
between Henry L. Doherty & Com- 
pany and the City Council. The line 
has been operated for a number of 
years for the purpose of providing a 
terminal for the Toledo & Western in- 
terurban line. It has not made a profit 
in recent years. Some months ago the 
Doherty interests acquired the power 
properties in Adrian and have tied them 
in with the Toledo Suburban Electric 
Company, which serves towns along the 
Toledo & Western Railroad. 


Successor to Buffalo-Lake Erie Line 
Chartered.—A certificate of incorpora- 
tion was filed on July 1 in the office of 
the Secretary of State of New York 
for the Buffalo & Erie Railway capital- 
ized at 7,005 shares preferred stock 
$100 par value and 30,000 shares com- 
mon stock of no par value. The cor- 
poration is apparently formed to take 
over a considerable portion of the 
properties of the Buffalo & Lake Erie 
Traction Company, the plan for the re- 
organization of which was recently de- 
clared operative. The charter of the 
new company is broader in its provi- 
sions than was the old one. It is so 
drawn that the company may operate 
buses or other vehicles. 


Bond Issues Authorized.—The Indi- 
ana Public Service Commission has 
authorized the Interstate Public Serv- 
ice Company, Indianapolis, Ind., to 
issue $151,700 of 6 per cent bonds 
to reimburse its treasury for capital 
additions. The company asked permis- 
sion also to issue $79,400 of preferred, 
common or prior lien stock, but the 
commission did not grant this request 
because; the order said, of lack of suffi- 
cient information concerning what the 
issue would cover. The Union Traction 
Company, Anderson, Ind., was author- 
ized to issue $222,000 of 7 per cent 
notes. $400,000 of 6 per cent notes, and 
$1,000,000 of 6 per cent bonds, Seven 


hundred thousand dollars of the bonds 
are pledged as collateral for the $622,- 
000 of notes and the other $300,000 is 
to remain in the company’s treasury. 

Dividend Action Deferred by Inter- 
urban.—At a meeting of the directors 
of the Washington, Baltimore & An- 
napolis Electric Railroad, Baltimore, 
Md., on June 27 it was decided to 
defer until a later date any action on 
dividends on the company’s preferred 
stock for the quarter ending June 30. 
The dividend has not been earned for 
the first six months of the year because 
of the increased cost of operation, espe- 
cially increases in wages to employees. 
The company has been granted an in- 
crease in rates. It was stated that this 
will place the rates more nearly on a 


Legal 


SN 


N 
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parity with those of the steam roads. 
The directors believed that no declara- 
tion of dividend should be made until 
the effect of any new rates had been 
determined. 

Preferred Stock to Be Advanced in 
Price.—The 7 per cent preferred stock 
of the Illinois Power & Light Corpora- 
tion, Peoria, Il]., which has been selling 
at $95 a share will be increased to 
$96.50 a share after midnight of July 
31. This fact was announced recently 
by E. Paul Young, head of the invest- 
ment department. The stock at the 
new price will yield 7.25 per cent. The 
news of the rise in price is of interest 
to more than 13,000 stockholders, who 
have purchased it during the last eight 
months under customer ownership. 


FEDERAL CourT—Payment of Accumu- 
lated Dividends Held Not Subject to 
Mandamus. 


Under the plan of reorganization of 
the Chicago Railways, a series of par- 
ticipating certificates was issued, en- 
titling the holders to 8 per cent cumu- 
lative dividends. These were paid up 
to 1917, but then were discontinued. It 
was shown that the company had ac- 
cumulated a surplus over prior charges 
of $1,928,000 and certain holders of the 
participation certificates brought suit 
to compel the payment of dividends, 
which the defendants had not paid out 
because of their contention that a large 
surplus was necessary for the protec- 
tion of all parties concerned. The court 
held that in this case it could not issue 
an order opposed to the judgment of 
the board of directors, the finance com- 
mittee, and the stockholders of the 
company, in the absence of bad faith 
or abuse of discretion on their part. 
[Thatcher et al vs. Chicago Railways et 
al, 297 Federal Rep., 466.] 


FEDERAL CourT—Validity Upheld of 
Proviso on Ticket Limiting Car- 
rier’s Liability for Safe Carriage to 
His Own Line. 


A passenger purchased a round-trip 
ticket covering three lines and was in- 
jured on one of those from which he 
did not purchase the ticket. He in- 
stituted suit against the seller of the 
ticket, although the ticket carried the 
netice “In selling this ticket and check- 
ing baggage hereon, the selling carrier 
acts only as agent and is not respon- 
sible beyond his own lines.” The Su- 
preme Court held that it was not re- 
sponsible and reversed the decision of 
the Supreme Court of Arkansas. 
[Missouri-Pacific Railroad vs. Prude, 
44 Supreme Ct. Rep., 450.] 


NEw Jmersky—Definition for an Inter- 
urban Road of Business “Within 
a State.” 

The New Jersey franchise tax law 
requires every street railway corpora- 
tion to report its gross earnings within 
the state, and it then has to pay a 
tax upon such proportion of its gross 
receipts as its length of line in New 
Jersey compares to the length of its 
whole line. The Phillipsburg Transit 


Company operates a line in New Jersey 
and some of its cars cross an interstate 
bridge, then use for about two blocks 
track belonging to the Easton Transit 


Company. This latter company owns 
all the capital stock of the Phillipsburg 
Company and the latter has no fran- 
chise in Pennsylvania. Prior to Jan. 
1, 1920, the New Jersey company oper- 
ated its cars to the terminal in Easton 
on a rental basis. Following that date, 
the rental was given up and the Easton 
company took all of the eastbound fares 
in Heu of rental. The court declared 
the Phillipsburg Transit Company must 
include all such fares in its return to 
the State Board of Taxes. [Phillips- 
burg Transit Co. vs. State Board of 
Taxes and Assessments, 124 Atlantic 
Rep., 122.] 


PENNSYLVANIA.—Physical Hxamination 
Justified. 


In an action for personal injuries, 
after the trial and pending a motion for 
a new trial, the court did not err in 
ordering a physical examination of the 
plaintiff by a disinterested physician, 
where the trial judge was satisfied that 
the extent of the plaintiff’s injuries had 
been thoroughly examined by two 
physicians who testified for her and 
by three who testified in behalf of the 
defendant. Where there is no evidence 
of concealment from physicians in 
examination, the matter of allowing 
further physical examination after trial 
is within the discretion of the trial 
court. [Schroth vs. Philadelphia Rapid 
Transit Co., 124 Atlantic Rep., 279.] 


TExAs—Storm Sewer Not a “Street 
Improvement” Assessable Against a 
Street Railway. 


The city charter of Dallas, when de- 
fining street improvements, requires 
street railways to pay the cost of such 
improvements between and for 2 ft. on 
each side of its rails. The court held 
that a storm sewer under its track, 
from which it receives no special bene- 
fit but rather detriment did not come 
within the definition of the improve- 
ments, for which the company could be 
required to pay. [Dallas Consolidated 
Electric Street Railway et al. vs. City 
of Dallas et al., 260 Southwest Rep., 
1035.] 
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Personal Items 


Ross Schram Made Manager 
at Detroit 


Ross Schram, former assistant gen- 
eral manager of the Detroit Depart- 
ment of Street Railways, has been 
appointed general manager of the 
municipal system, succeeding William 
B. Mayo, who relinquished his duties 
as general manager on June 27, to take 
a consulting engineer’s post in the de- 
partment. 

Temporary appointments made by 
Mr. Schram to hold until the Street 
Railway Commission meets to decide 
upon and confirm the final organization 
include: H. M. Gould, electrical engi- 
neer of the Detroit Street Railway, to 
be acting assistant general manager 
and I. N. Merritt, auditor, to be acting 
secretary to the Street Railway Com- 


mission, succeeding Mr. Schram, who. 


also held that position in addition to 
being assistant general manager. 

It was announced that the commis- 
sion’s action in declaring the general 
manager’s office vacant and appointing 
Ross Schram general manager was 
taken with the consent and counsel of 
Mr. Mayo whose duties with the Ford 
Motor Company prevent him from 
spending the time required as manager 
of the Detroit Street Railway. Mr. 
Mayo felt that to Mr. Schram should 
go responsibility for the position and 
full credit for the work. The new 
appointments haye been aproved by 
acting Mayor Joseph A. Martin. Mr. 
Schram’s salary in the new post will 
be $15,000 a year. He formerly re- 
ceived $9,000. 


Changes in Personnel Announced 


in Boston 
Several changes in personnel on the 
Boston Elevated Railway, Boston, 


Mass., became effective on July 1, 1924. 
They are as follows: 

John A. Smith transferred from as- 
sistant to superintendent of transporta- 
tion to the assistant to supervisor of 
timetables. 

E. A. Kelley transferred from super- 
intendent of Division 2 to assistant to 
superintendent of transportation. 

A. W. Senter transferred from super- 
intendent of Division 4 to superin- 
tendent of Division 2. 

A. S. Scott advanced from supervisor 
to superintendent of Division 4. 

Charles A. Bauch advanced from 
supervisor to superintendent of Divi- 
sion 1 on account of the death of CG. J. 
Leonard. 


John R. Guilliams, for years general 
attorney in charge of the legal and 
accident investigation department of 
the Chicago Surface Lines, has been 
elevated to the position of general 
counsel for the organization. The an- 
nouncement was made by Henry A. 
Blair, president. Mr. Guilliams will 
succeed the late William Wirt Gurley, 
who was general counsel at the time 
of his death. Mr. Guilliams was for- 
merly connected with the legal depart- 


“post-war time complications, 


ment of the Chicago & Northwestern 


Railway and was later trial attorney oi 


the Chicago Consolidated Traction Com- 
pany. Upon the consolidation of the 
north and west side lines as the Chi- 
cago Railways he served as general 
attorney for that corporation. 


Major Burpee Promoted 


Popular Canadian Electric Railway 
Executive Made Vice-President 
of Ottawa Electric Railway 


“Ottawa can point with pride to the 
new vice-president of the Ottawa Elec- 
tric Railway as a native son, for Fred- 
erick deMille Burpee was born in the 
Capital city on April 25, 1876.” 

These are the words that were used 
by the Ottawa Citizen in announcing 
to its readers Mr. Burpee’s recent ad- 
vancement with the company. Natu- 
rally the Citizen saw Mr. Burpee first 
of all as an important local personage. 
But he is more that that. Mr. Burpee 
is really one of the outstanding figures 


¥F. D. Burpee 


among electric railway operating men 
in Canada, and is more than fairly well- 
known in public utility circles in the 
United States for his able handling of 
affairs in Ottawa. 

Like many other electric railway 
operating officials, Mr. Burpee has had 
to. contend with all the war-time and 
but 
addition to this, during part of 1921 he 
had to battle somewhat stubborn agita- 
tion for municipal ownership. This 
agitation culminated in a popular vote, 
but so well did Mr. Burpee and his 
associates do their work that the pro- 
posal was defeated. In Canada, of 
course, municipal ownership is always 
impending somewhere or other. Had 
municipal ownership been brought 
about in Ottawa Mr. Burpee would un- 
doubtedly have continued to run the 
road, that is, if he could have been in- 
duced to do so, for Ottawa had no idea 
of losing him, agitation for his inten- 
tion being started long in advance of 
the taking of the vote. 

These facts regarding Mr. Burpee 
are set down not for the mere pleasure 
of indulging in idle speculation about 


something that did not happen, but to’ 


show the popularity of the man. with 


in” 
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the public and the esteem in which he 
is held locally for his operating ability. 
His rapid rise with the local company 
attests to the appreciation of his 
talent by his immediate business asso- 
ciates. 

The matter-of-fact record of Mr. 
Burpee’s career shows that he received 
his education in the Ottawa public and 
normal schools, and at his father’s 
death, which occurred when he was only 
fifteen years of age, he started out on 
the business career. In 1912 he suc- 
ceeded Col. Hutcheson as superintend- 
ent of the Ottawa Electric Railway. 
After his overseas service he returned 
to the post and on March 20, 1920, was 
appointed general manager. 

In February, 1922, Major Burpee be- 
came a director of the Ottawa Traction 
Company, Ltd., which is the holding 
company and the owner of the stock of 
the Ottawa Electric Railway. These 
two positions Major Burpee held up 
to the time of the death of the late 
Warren Y. Soper. 

In January, 1923, Major Burpee was 
one of the promoters of the Auditorium 
Limited, of which company he was 
electer president, an office which he 
still holds. He is a past-president of 
the Ottawa Rotary Club, of which he is 
a very active member. He is also 


- past-president of the Canadian Electric 


Railway Association. He is keenly in- 


terested in athletics. 


Grover A. Whalen has resigned as 
commissioner of plant and structures of 
New York City under Mayor Hylan to 
become assistant to Rodman Wana- 
maker, president of the John Wana- 
maker merchandising organization. Mr. 
Whalen made a ‘great reputation for 
himself as a city employee not only for 
his affability, but also for the rare abil- 
ity which he displayed in handling 
matters that came under his jurisdic- 
tion. As part of his city work he was 
in charge of the municipal railway on 
Staten Island and directed the opera- 
tion of the city’s shuttle line on the 
Williamsburg Bridge. Buses operated 
under city auspices were also under his 
direction. Even those who disagreed 
with some of Mr: Whalen’s methods 
recognized in him a man of unusual 
capabilities. 

A. F. Campbell has been appointed 
supervisor of stores for the entire sys- 
tem of properties of the Illinois Power 
& Light Corporation, Peoria, Ill. His 
headquarters will be at Decatur, Ill. 
Mr. Campbell has been in charge of 
stores of the Illinois Traction System, 
a subsidiary of the [Illinois Power & 
Light Corporation with offices at De- 
catur, Ill. He was formerly for twelve 
years with the Santa Fe Railroad. 
The office, which is a new one created 
by the company, is effective July 1. It 
will be under the supervision of the 
general operating engineer of the 
power company. 

H. J. Hoffman has been promoted to 
the position of general auditor for the 
San Francisco, Napa & Calistoga Rail- 
way, with headquarters at Napa, Cal., 
vice F. H. Groat, who resigned effective 
July 1, to enter business for himself. 
Mr. Groat had been with the company 
in the capacity of general auditor for 
six years. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Exhibits Do Pay 


By J. C. McQUISTON 


Chairman Exhibit Committee, 
American Electric Railway Association 


Do exhibits pay? This question is 
asked as regularly as the years roll 
by. Many doubt whether much if any 
benefit is derived; yet the progressive 
manufacturer is always found among 
the exhibitors. 

Exhibits, after all, are real adver- 
tisements. Generally the manufac- 
turer shows his product, and many 
times the apparatus is displayed in mo- 
tion. This is the best kind of an ad- 
vertisement, because it is alive, it is 
actual, it is real. In order that we 
may really give fair consideration to 
the ‘“worth-whileness” of the mass of 
exhibits, let us imagine a situation ex- 
tending over a period of five years, in 
this progressive age, in which there 
would be no exhibits of any kind. 


EXHIBITS ARE STIMULATING 


From the standpoint of progress in 
industry, there can be little doubt that 
the result would be a tremendous slow- 
ing down of advancement along the 
lines of applications of new and im- 
proved methods of carrying on the 
world’s work. The absence of stimu- 
lating influences that are generated at 
great exhibitions would certainly have 
a negative effect on modernizing the 
ways and means of carrying on our 
commercial activities. 

Suppose we hark back to the days 
when exhibits were rare; or even to the 
days when exhibits were confined to the 
great national exhibits like the Centen- 
nial, World’s Fair and the Panama- 
Pacific Exposition. The manufacturer 
who had a new and wonderful device 
to bring to the attention of the railroad 
operators of the country was then com- 
pelled to carry his device on a car or 
on cars to all parts of the country. In 
other words, he was compelled to set 
up a separate and special exhibit on 
the premises of the prospective users. 
Such a plan, requiring an itinerary all 
over the country, involved a tremen- 


dous outlay of money, and, further- 


more, only those who made apparatus 
of most ususual importance and costing 
a large amount of money could afford 
to resort to such a plan. 

Now consider the wonderful oppor- 
tunity afforded by such exhibitions as 
those provided by the American Elec- 
tric Railway Association, the National 
Electric Light Association, the Ameri- 
can Railway Association, and others of 
similar importance. These exhibits, 
which parallel the conventions of these 
associations, make it possible at least 
once a year for all who are interested 
in the use of improved machinery and 
in improved methods of bringing about 
the best service with greatest economy 
to review all the new and improved ap- 


pliances and become familiar with any- 
thing and everything that a year of 
progress in invention and development 
have made available. No one can tell 
what this is worth to the world’s busi- 
ness, and even the discontinuance of 
these exhibits would not reveal the real 
loss to the progress of the world—at 
least not for many years. 

Exhibits and advertising are neces- 
sary. These activities are progressive, 
and those identified with the worth- 
while businesses are those who carry 
their business message in properly se- 
lected advertising media and exhibit 
their products at the exhibitions that 
reach their trade or business, as well 
as the general public. 


Trackless Trolley Corporation to 
Manufacture in New York 


The Tyrackless Trolley Company of 
America, New York City, has filed a 
certificate of dissolution in the office of 
the Secretary of State at Albany. 

The Trackless Trolley Corporation, 
Wilmington, Del., Charles Berg presi- 
dent, has filed its duplicate certificate 
at Albany and will enter New York 
State to manufacture these vehicles, 
with offices at 501 Fifth Avenue, New 


York City. J. C. Rowe, 30 Church 
Street, is attorney for the corpora- 
tion. 

The capital is stated as 10,250 


shares preferred stock, $100 par value 
($1,025,000), and 21,000 shares com- 
mon stock, non-par value. 


$85,000,000 for Roadway 
Improvements 


Estimates received by ELECTRIC RAIL- 
WAY JOURNAL during the first six 
months of the year covering the 
amount of money to be spent by rail- 
ways in the United States and Canada 
during the current construction season 
on track and roadway improvements 
total approximately $85,000,000. About 
1,140 miles of single track are in- 
volved in the jobs covered by these esti- 
mates. Paving in excess of 2,500,000 
sq.yd. will be required. Track built or 
rebuilt by the electric railways in 1923 
totaled about 1,114 single-track miles. 
Thus it will be seen that the mileage of 
the reconstruction work included in the 
estimates received from Jan. 1 to 
June 30, 1924, are greater by about 25 
miles than those for the entire year of 
1923. In explanation of this it may be 
said that in a number of cases the 
figures include work which it will re- 
quire. several years to complete and 
that the entire mileage should there- 
fore not be credited to the first six 
months of the current year. On the 
other hand detailed information is not 
yet available on a number of large 
jobs which have actually been under- 
taken and the total figures for the year 
may therefore be safely assumed to be 
nearly double those for last year. De- 
tails of the various jobs were given in 
126 news items which have appeared in 
the JOURNAL between Jan. 5 and 
June 28 this year. 

Several subway projects, the actual 
undertaking of which is still somewhat 
problematical, have been omitted. 


ELECTRIC RAILWAY MATERIAL PRICES—JULY 2, 1924 


Metals—New York 


Copper, electrolytic, cents perlb........... 12.50 
AWE iS ete SS. a re 7.00 
Nickel, cents per lb.. 27.00 
Zine, cents per lb.. 6.15 
Tin, ‘Straits, cents per rib. 43.625 
Aluminum, 98 to 99 per cent, cents per ‘Ib... 27.50 
Babbitt metal, warehouse, cents per Ib.: 
Fair grade. . 60.00 
Commercial 28.00 


Bituminous Coal 
Smokeless mine run, f.o.b vessel, Hampton 


LCST oe, 2S $4.325 
Somerset mine run, Boston........ ee Pan lS 
Pittsburgh minerun, Pittsburgh. . . 1.875 
Franklin, Ill., sereenings, Chicago. . 1.825 
Central, Ill., screenings, Chicago. .. San 1.675 
Kansas screenings, Kansas City..........-. 2.50 

Track Materials—Pittsburgh 
Standard Bessemer steel rails, gross ton..... $43.00 
Standard open hearth rails, gross ton...... 43.00 
Railroad spikes, drive,» Pittsburgh base, 

EMTS IOMLONE ele sean’ ec cleo vee cree 2.90 
Tie plates (flat type), cents per lb... 2.52 
Angle bars, cents perlb.,............-+5 2275 
Rail bolts and nuts, Pittsburgh base, cents, 

RD ee Rett Mote eels sacs ees ene 4.00 
Steel bars, cents per lb..............-55. 2.15 
Ties, white oak, Chicago, 6in. x 8in.x 83 ft. $1.70 

Hardware—Pittsburgh 
Wire nails, base perkeg.............---.> 2.90 
Sheet iron (28 gage), cents per lb.. ; 3.50 
Sheetiron, galvanized (28 gage), cents perl. 4.60 
Galvanized barbed wire, cents per lb.. 3.70 
Galvanized wire, ordinary, cents per Ib. 2.65 
Waste—New York 

Waste, wool, cents per lb.. F 15 
Waste, cotton Jie Ib. bale), ‘cents per | Ib.: 

White. . Sonturt j 12-18 

olonedieeeet eee Ae ss ce vente 9-14 


Paints, Putty and Glass—New York 


Linseed oil (5 bbl. lots), pergal............ $0.99 
White lead (100 Ib. keg), cents per Ib.. 1d Wee 
Turpentine (bbl. lots), per gal.. $0.84 
Car window glass (single strength), first 

three brackets, A quality, discount*. 84.0% 
Car window glass (single strength), first 

three brackets, B quality, discount*.... . 86.0% 
Car window glass (double strength) all 

sizes, A quality, discount*.............. 85.0% 
Putty, ‘100 Ib. tins, cents perlb........... 46 


*These prices are f.o.b. works, boxing 
charges extra, 


Wire—New York 


per wire base, cents per lb.. 
wbberodvarcd wire, No. 14, per 1,000 ft. 
ey pinaie wire base, cents per Ib.. 


Paving Materials 
Paving stone, granite, 4x8x4, f.o.b. 


Chicago, dressed, per sq. yd Myer niciays $3.60 

Common, Der sacyareeeiets av aus no 2.95 
Wood block paving 34, 16 treatment, N. Y., 

DEEAGGy Ge stn ceitarr sake ernie ccale gaye) ote 2.48 
Paving peak 33x83}x4, N. Y., per 1,000 in 

carloadilots strane tse i eae ee eh ok e 53-54 
Crushed stone, j-in., carload lots, N. Y., 

PEL CUE: Pcs ae ane eee ek witha 1.85 
Cement, Chicago consumers’ net prices, 

without ADAGE wai. datac eabse sere to Gels ateahs bis 2.20 
Gravel, ?-in., cu.yd., f.o.b. N. Y........... 1.75 
Sand, ou BE Nis Viral tae ne amta et aerssers ote 1.00 


Old Metals—New York and Chicago 


Heavy copper, cents per lb. . 10. 
Light copper, cents per lb... 

Heavy brass, cents per lb. . re ete eee 
Zinc, old scrap, cents per 1) Se Mack aan 2 
Light brass, cents perlb...... 
Lead, cents per lb. (heavy)....... 
Steel car axles, Chicago, net ton. . ane 1 
Cast iron car wheels, Chicago, gross ton. ! 
Rails (short), Chicago, TORS FON fee 6i0 wea 1 
Rails, (relaying), Chicago, gross ton....... 2 
Machine turnings, Chicago, gross ton...... 
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Rolling Stock 


Toledo & Indiana Railroad, Toledo, 
Ohio, has placed an order for seven new 
cars with the Cincinnati Car Company. 
Delivery on the cars is expected about 
Oct. 1. The new cars will be of lighter 
construction than present equipment on 
the road and will enable considerable 
increase and betterment to service. 
They will weigh 16 tons, seat 50 passen- 
gers, and be equipped with four 35-hp. 
motors. 

South New Orleans Light & Traction 
Company, Algiers, La., suffered the 
loss of four cars by fire when the shops 
were struck by lightning on June 27. 

United Railways, St. Louis, Mo., 
through general manager Perkins for 
Receiver Wells will ask permission of 
the court to build fifty cars in its own 
shops of the 700 type of front-entrance- 
side-door delivery cars. Several 
months ago the court turned down a 
request for 100 of these cars. 

Morris County Traction Company, 
Morristown, N. J., has ordered ten of 
the latest type safety cars at a cost of 
$12,000 each. The cars are now being 
built by the Osgood Bradley Car Com- 
pany at Worcester, Mass. 

Boston Elevated Railway, Boston, 
Mass., has recently placed an order for 
fifty more one-man, two-man cars. This 
will make a total of 355 cars of this 
latest Boston standard type. Of these 
new cars twenty-five will be built by 
Brill and twenty-five by the Laconia 
Car Company. 


Track and Line 


Gulfport & Mississippi Coast Trac- 
tion Company, Gulfport, Miss., is plan- 
ning improvements to its line en route 
to Gulfport, Biloxi and Pass Christian. 
The work will include the laying of 
75-lb. steel rails. 

Wilkes - Barre Railway, Wilkes - 
Barre, Pa. has been ordered by the 
Public Service Commission to extend 
its tracks to the main line tracks of the 
Central Railroad of New Jersey in 
Wilkes-Barre township, a distance of 
about 8,600 ft. from its present ter- 
minus. 


New York State Railways, Syracuse, 
N. Y., plans to pave Spring Street at 
a cost of $35,000; also new loop at end 
of Irving Avenue at a cost of $10,000. 


Seattle Municipal Railway, Seattle, 
Wash., may relocate and reconstruct a 
considerable portion of the Fauntele- 
roy car line, at an estimated cost of 
$65,800 if a bill introduced in the City 
Council and referred to the city finance 
committee is passed. It is also proposed 
to reconstruct and relocate a portion of 
the Lake Burien line. 

Omaha & Council Bluffs Street Rail- 
way, Omaha, Neb., will reconstruct 
practically a mile of tracks in Council 
Bluffs, Iowa, at a cost of $46,678. The 
tracks on Pierce Street from First to 
Oak and on Fifth Avenue, Main to 
Fourteenth Street, are to be relaid, at 
an estimated cost of $45,700. Tracks 
over the Milwaukee Railroad tracks at 
Sixteenth and Main Streets and the 


Wabash tracks at Tenth Street are also 
to be repaired. 


Cincinnati, Ohio. — The Cincinnati 
Rapid Transit Commission has awarded 
to Hickey Brothers, Cincinnati con- 
tractors, the contract for the construc- 
tion of the subway and rapid transit 
system from Mitchell Avenue to Oakley. 
This new route of approximately 5.3 
miles is the connecting link of the 
rapid transit system. The award was 
made on their bid of $1,089,000. It is 
$42,400 above the estimate. 


Arkansas Central Power Company, 
Little Rock, Ark., recently began the 
work of installing new curves at 
Capitol Avenue and Main Streets, to 
permit the turning of north-bound cars 
from Main Street into West Capitol 
Avenue. The new curves will allow the 
combining of the East Ninth and the 
East Fourteenth lines with the High- 
land and South Highland lines, to make 
two through cross-town lines. The 
cost of the work is estimated at $25,- 
000. The company recently installed 
new curves and tracks on Victory and 
West Third Streets, at a cost of 10,000, 
to combine the Pulaski Heights and 
South Main car lines into one through 
line. 

Oklahoma Railway, Oklahoma City, 
Okla., will join with the State of Okla- 
homa in the construction of an under- 
pass under the tracks of the Oklahoma 
Railway on the Oklahoma City-Norman 
hard-surfaced highway now being con- 
structed about one and one-half miles 
north of the railway station at Moore. 
The railway will at its own expense 
construct the culvert under its tracks, 
excavate for its footings, build and 
complete the abutments and bridge, and 
build a temporary track to be used for 
operation during construction of the 
underpass. The state is to do all other 
excavating and grading with the excep- 
tion of back-filling beyond abutments 
and making necessary cuttings for the 
drainage culvert which the railway 
company is to build. The state high- 
way department is to do all other work 
not specified and will pay the railway 
company $7,000 to represent the state’s 
share of cost of construction. 

Union Traction Company, Anderson, 
Ind., will spend $222,000 on better- 
ments, including the extension of the 
freight station and tracks in Anderson. 


Power Houses, Shops and | 
Buildings 


United Railways & Electric Com- 
pany, Baltimore, Md., plans to build a 
one-story brick substation at Caroline 
and Fairmount Avenues. The contract 
has been let to DeCou & Davis at a 
cost of $25,000. 


Northern Ohio Traction & Light 
Company, Akron, Ohio, plans to con- 
struct a fireproof substation at Gorge 
power plant at a cost of $40,000. 


Citizens Traction Company, Oil City, 
Pa., has engaged the firm of Day & 
Zimmerman, Philadelphia, to prepare 
plans and specifications for doubling 
the present capacity of its West End 
power plant in Oil City. A 500-hp. 
boiler has been ordered and a 7,500-kw. 
turbine will be purchased. 


Trade Notes 


Ben W. Buyer, Jr., formerly sales 
engineer with the Union Special Ma- 
chine Company, Chicago, is now with 
the New York branch office of the In- 
dustrial Works, Bay City, Mich., as 
district sales engineer. 

Gisholt Machine Company, Madison, 
Wis., has purchased the business of 
the Millholland Machine Company, 
Indianapolis, Ind., including its stock 
of finished machines, the parts in proc- 
ess, good will, trade marks, patents, 
patterns, drawings, jigs, tools and fix- 
tures. It will continue at Madison the 
manufacture and sale of Millholland 
machines, which have gained an envi- 
able reputation throughout the manu- 
facturing world. The syndicate of 
firms owning the Millholland Machine 
Company of Indianapolis having passed 
through a receivership the latter com- 
pany was forced to liquidate. 

Rome Wire Company, Rome, N. Y., 
announces the opening of a sales office 
with a complete warehouse stock of its 
products at 1200 West Ninth Street, 
Cleveland. C. R. Evans, district man- 
ager will be in charge. 

Conveyors Corporation of America, 
Chicago, Ill., has received an order 
from the Cleveland, Cincinnati, Chicago 
& St. Louis Railway for an American 
steam jet cinder conveyor for the power 
plant of the shops at Indianapolis. The 
new conveyor system is designed to 


handle cinders from four boilers in the 


plant, the cinders being discharged into 
an overhead bunker, holding approxi- 
mately 25 tons of refuse. When the 
bunker is filled, a car is spotted on the 
side track below and the cinders with- 
drawn. This order is one of a number 
recently secured from the railroad field. 


New Advertising Literature 


Condit Electrical Manufacturing 
Company, South Boston, Mass., has 
issued a folder giving the principles of 
oil circuit breaker construction. 

Thompson Electric Company, Cleve- 
land, Ohio, has issued catalog B-20, 
describing the new Underslung model 
of safety disconnecting hangers en- 
abling high lamps to be lowered 
“away from” the electric circuit for 
cleaning. and renewals. 

Quigley Furnace Specialties Com- 
pany, New York, N. Y., has issued a 
new bulletin entitled “Hytempite in the 
Power Plant.” This bulletin illustrates 
some of the successful applications of 
Hytempite in refractory construction. 


Superheater Company, New York, 
N. Y., has published “Origin, Develop- 
ment, Results of Elesco.” ‘The booklet 
gives in brief form the history of the 
Superheater Company and the growth 
of its operations up:to the present time. 
The development of the use of high 
degree superheated steam is traced 
from the earliest experiments of the 
late Dr. Wilhelm Schmidt of Cassel, 
Germany, to the present tendencies in 
steam generation in this country. An 
interesting paragraph explains the 
origin of the trade name “Elesco” 
applied to the products of that company. 


